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DIESEL RAILWAY TRACTION SUPPLEMENT 
The July issue of THE RatLway GAZETTE Supplement, 
illustrating and describing developments in Diesel Railway 
Traction, will be ready on July 1, price. \s. 


TO CALLERS AND TELEPHONERS 
Until further notice our office hours are: Mondays to 
Fridays, 9.30 a.m. till 5.30 p.m. 
The office is closed on Saturdays 


ANSWERS TO ENQUIRIES 


By reason of staff shortage due to enlistment, we regret 
that it is no longer possible for us to answer enquiries 
involving research, or to supply dates when articles appeared 
in back numbers, either by telephone or by letter 


ERRORS, PAPER, AND PRINTING 
Owing to shortage of staff and altered printing arrange- 
ments due to the war, and less time available for proof 
reading, we ask our readers’ indulgence for typographical and 
other errors they may observe from time to time, also for 
poorer paper and printing compared with pre-war standards 
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‘The King’s Birthday Honours List 


i ow King’s Birthday Honours List contains a number of 
names of transport and industrial interest. Among the 
Knights Bachelor are Mr. W. R. Fitzgerald, who was formeriy 


Genera! Manager of the Bengal-Nagpur Railway, and Mr. 
E. C. L. Meynell, a member of Local Committees in Argen- 


tina of the Buenos Ayres Great Southern Railway and the 
Buenos Ayres Western Railway. Mr. A. J. F. Bunning, General 
Manager of the Nigerian Railway, receives the C.M.G., and 
Sir Arthur Cecil Griffin, the retiring Chief Commissioner of 
Railways in India, becomes a K.C.LE. Among representa- 
tives of British railways who figure in the Honours List, the 
Earl of Radnor, formerly Deputy-Chairman of the Southern 
Railway, receives the K.C.V.O., and Mr. Gilbert Matthews, 
Superintendent of the Line, Great Western Railway, and 
Mr. H. A. Short, Deputy Traffic Manager, Southern Railway, 
the C.B-E. Mr. John Benstead, the General Secretary of the 
National Union of Railwaymen, also receives the C.B.E. The 
list of those awarded the O.B.E. and M.B.E. contains the names 
of a number of Colonial railwaymen. Similar lists relating 
to Great Britain will not be published until next week. Two 
new knights who are associated with undertakings closely con- 
nected with the railway industry are Mr. H. W. L. Kearns, 
Chairman & Managing Director of H. W. Kearns & Co. Ltd., 
and Mr. A. L. McColl, Chairman of the Superheater Co. Ltd. 


Mr. Charles Carslake 


When Mr. Charles Carslake, whose retirement from the posi- 
tion of Signal & Telegraph Engineer (North Eastern Area), 
L.N.E.R., is recorded on another page, commenced his career 
with the old British Power Railway Signal Company, the 
changes were beginning which were to lead to the widely 
different technique now applying in power signalling practice 
in this country. With all those changes he has been associated 
in some degree. Automatic signals controlled by continuous 
track circuiting had just made their appearance on one of our 
main lines; and there seemed every prospect that the use of 
pneumatic signalling, some extensive installations of which had 
been decided on, would increase, but that was not so. From 
that time, however, the work of the signal engineer became 
constantly more scientific and achieved an ever-growing recog- 
nition of its importance. In this development Mr. Carslake 
took a leading part, and he was actively associated with its 
principal details, in many cases in pioneer applications of new 
principles or items of equipment. The change from the low- 
pressure power frame to the present-day relay interlocking 
panel marks a fascinating period in the evolution of signalling 
in this country, and Mr. Carslake can claim to have had as 
intimate an acquaintance with it as anyone in the profession 
which he has so much distinguished. 


-* * - * 


British Mission to Argentina 


Sir Montague Eddy and Mr. B. H. Binder, Chairman and a 
member respectively of the British Argentine Railway Council, 
will accompany the British Government Mission to Argentina, 
which is leaving this country on June 29. President Peron 
recently informed the British Ambassador at Buenos Aires that 
he would welcome an early visit of a mission to discuss a 
variety of financial and economic questions, including problems 
affecting the British railways in Argentina. The leader of the 
Mission is Sir Wilfred Eady of the Treasury, and Mr. Walter 
Simon. Mr. F. F. Powell, and Mr. John Phillimore; all have 
considerable detailed knowledge of Argentine commercial 
affairs, as well as experience derived from official. representa- 
tion. The fact that Sir Montague Eddy and Mr. Binder are 
accompanying the mission, rather than being full members of it, 
will enable them to represent the specific interests of British 
capital invested in Argentina. Sir Montague Eddy has made a 
number of visits to that country in recent years, to further the 
interests of British-owned railways in Argentina, and in view 
of the termination of the Mitre Law concessions at the end of 
this year, his impending discussions with the Argentine authori- 
ties assume a special significance, 
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Railways Freed from E.W.O. 

The Minister of Labour has informed a further list of in- 
dustries, this time including the railways, that the Essential 
Works Order will be withdrawn from them about the be- 
ginning of September. The operation of this Order “ froze” 
employees in their work, by precluding them from leaving, 
or the employer from dismissing them, without the consent 
of a National Service Officer. Notices of withdrawal of the 
Order will be issued to individual undertakings at least a month 
before the date on which it ceases to operate. During the 
war years, and particularly towards the end of that period, the 
railways experienced great difficulty in recruiting and main- 
taining a sufficient staff, even with the assistance of the 105,000 
women who were taken into the service. More recently many 
railwaymen have returned from the Services, but there is no 
doubt that a number of the women will leave it. The total 
staff is approximately 656,498, and the labour position is still 
difficult. The removal of the Essential Works Order, although 
it will be welcomed on some counts, will not ease the prob- 
lems facing the railway labour and establishment officers. 


* ” * * 


Overseas Railway Traffics 

Labour troubles on the Buenos Ayres & Pacific, Buenos 
Ayres Great Southern, and Buenos Ayres Western Railways 
affected receipts in the fortnight ended June 8. Intermittent 
stoppages of work on the Buenos Ayres & Pacific led to that 
company suspending suburban services on May 31. and re- 
ceipts for the week ended June 1 were down by ps. 187,000. 
For the same week, B.A.G.S. receipts were ps. 57,000 lower, 
a one-hour strike on May 31 having been followed by sus- 
pension of the Buenos Aires-La Plata service on June 1. Total 
decreases for the fortnight to June 8 were ps. 671,000 on the 
B.A.G.S., ps. 320,000 on the Buenos Ayres & Pacific, and ps. 
170,000 on the Buenos Ayres Western. Central Argentine 
receipts increased throughout the fortnight, although three 
feast days occurring in the week ended June 8 caused the 
advance to be smaller in that period. Results are compared 
in the following table: 


No. of Weekly Inc. or Aggregate Inc. or 

week _ traffics dec. traffics dec. 

Buenos Ayres & Pacific* os 1,683 133 111,219 + 3,944 
Buenos Ayres Great Southern* 49 2,445 614 173,238 10,028 
Buenos Ayres Western* oun! aD 987 100 58,948 + 3,411 
Central Argentine* ... int 2,796 + 25 154,370 12,848 

£ £ £ £ 
Canadian Pacific ‘si «+» 23 1,053,800 —230,200 25,328,800 2,497,800 
* Traffic returns in thousands of pesos 
For the five months to May 31, Canadian Pacific results 


were £2,267,600 behind the aggregate of the previous year. 
* + . 


Transport in Bermuda 


After considerable discussion in the Legislature about the 
future of public transport in the Island, the Government of 
Bermuda purchased the undertaking of the Bermuda Railway 
Co. Ltd., with all its fixed assets, including 22 miles of stan- 
dard-gauge track and the rolling stock, and assumed operation 
on January 27 last. The future of the railway under Govern- 
ment operation is uncertain. However, it was for long the 
only mechanical form of transport in the islands. The rail- 
way has never been operated at a profit since its beginning in 
1931, and it was decided that the Government would take it 
over at least pending the establishment of some other method 
of public transport. The use of cars by private owners 
(permitted during the war years) has expanded and will prob- 
ably continue to do so; before the war the bicycle was the 
most common type of conveyance used in Bermuda. On 
April 23 the Government inaugurated an 8-mile bus service 
between Hamilton and the residential district of Tuckers 
Town, in order to supplement the railway service and pos- 
sibly to reduce the use of taxis and private cars. Six buses 
were purchased second-hand from the Public Service Corpora- 
tion of New Jersey, and two of them established the route 
while the others were being refitted. The fare is 3d. a mile. 
This is the first bus service to run in Bermuda since 1908 
when the prohibition on motorcars was enforced. 
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London & Home Counties Traffic Advisory Committee 

One of the many bodies whose activities have been in 
abeyance during the war is the London & Home Countie 
Traffic Advisory Committee, which was established originally 
under the London Traffic Act of 1924, and was reconstituted 
under Section 58 of the London Passenger Transport Act, 
1933. It may be recalled that this committee consisted of 
representatives of interested Government departments, munici- 
pal authorities, police forces, the London Passenger Transpo,t 
Board, the main-line railways, labour engaged in the trans- 
port industry, and users of both mechanically-propelled and 
horse-drawn road vehicles within the London Traffic Area. 
In a written answer to a Question in Parliament on May 27 
the Minister of Transport announced that he now proposed 
to call this committee together again, to resume its functions, 
but pointed out that there were a number of vacancies to 
be filled. When this committee was constituted originally. its 
purpose was to give advice and assistance to the Minister of 
Transport with a view to facilitating and improving the resu- 
lation of traffic in and near London, As reconstituted unde 
the Act of 1933, and with the scope of its duties extended, 
one of its new tasks was to make representations to the 
London Passenger Transport Board with respect to matters 
connected with the services and facilities provided by the 
board in the London Traffic Area. 


* * * * 
Future of Rhodesia Railways 
In our May 3 issue we dealt briefly with the report 


which Sir Harold Howitt has presented to the Secretary of 
State for Dominion Affairs on the future of the Rhodesia 
Railways. Sir Harold Howitt was appointed a Commissioncei 
in June, 1945, to advise whether it would be in the interes!s 
of Northern Rhodesia and the Bechuanaland Protectorate fo 
the equity in Rhodesia Railways Limited to be acquired 
jointly by the Governments of Southern Rhodesia, Northern 
Rhodesia and the Bechuanaland Protectorate. The Commis- 
sioner’s conclusion was that the time for State ownership is not 
yet, and that Government acquisition should be deferred for at 
least five years. Elsewhere in this issue Sir Harold Howitt’s 
report is given at length, together with a map of the railways 
concerned. The investigation conducted by Sir Harold Howitt 
was very detailed, and covered the historical, financial, poli- 
tical, and economic fields, as well as railway legislation and 
control aspects of the problem. 
* * * * 

Electricity Supply Companies’ Five-Year Programme 

The electricity supply companies, which are strongly opposed 
to the Government proposal for the State ownership of the 
industry, have issued a five-year programme which contains 
five pledges to consumers, They are: That electricity supplies 
will be made available to 95 per cent. of premises in the areas 
served by the companies; that prices will be the lowest possible 
consistent with the cost of coal, wages, and materials; that 
forms of tariff will be standardised; that the standardisation of 
voltages will be completed; and that direct current for domestic 
supplies will be abolished. It is pointed out that the com- 
panies have capital commitments for generation and distribution 
of over £150,000,000 in the next five years to make good the 
accumulated arrears resulting from the war, and for new 
developments. None of this money will have to be found by 
the taxpayer unless State ownership is introduced. In the 
ten years before the war the companies reduced their charges 
by 54 per cent. for domestic supplies and by 30 per cent. for 
power supplies. Where the war has necessitated an increase 
it has ranged from 5 per cent. to 10 rer cent. although the 
cost of coal has risen by between 125 per cent. and 140 per 
cent. and the cost of labour and materials by 60 ver cent 
The companies affirm that State ownership must increase the 
cost to the consumer. 

* x * * 


Towards Normal in European Transport 

Before the removal of the headquarters of the European 
Central Inland Transport Organisation (E.C.1.T.0.) from 
London to Paris on June 17, Dr. B. Sorma, Chairman of the 
Executive Board, presided at the last of a series of press confer- 
ences in London on June 13. These conferences have provided 
regular information on the reconstruction of European trans- 
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port, and on June 13 Dr. Sorma was able to give some encou- 
raging details of the recovery achieved. Some countries, notably 
Belgium and Czechoslovakia, have attained a pre-war stan- 
dard in the percentage of rolling stock under repair, namely, 
10 per cent. Progress is being made in arrangements for the 
interchange of repair facilities. The recent census of rolling 
stock showed that only about 10 per cent. of locomotives and 
coaches were outside the territories of their owning adminis- 
trations. The corresponding figure for goods wagons was 
about 40 per cent., but this is being steadily reduced. 
E.C.LT.O. has made recommendations for restoring general 
acceptance of the Berne Conventions on passenger and goods 
traffic, and for removing the complications which arise in cal- 
culating rates for transit traffic through Germany. 
* * *K * 
Earlier Travel 
A noticeable feature of post-war main-line travel is the 
tendency of passengers to start their journeys earlier in the 
day. It has been produced, no doubt, by the lengthened 
journeys of wartime, which often have necessitated early 
starts to avoid unduly late arrivals; the effect is that there 
are more early morning departures and fewer in the late 
evening than before the war. On the G.W.R., for example, 
there is now an express to Torquay leaving Paddington as 
early as 8.25 a.m., as compared with 9 a.m. in pre-war 
summers, and the 8.55 a.m. to South Wales and the 9.10 a.m. 
to Birmingham and the North are both duplicated by fast 
restaurant car advance portions daily, whereas the pre-war 
6.55 South Wales and 7.10 Birmingham evening departures 
have not as yet been reinstated. Similarly, on the L.N.E.R. 
the principal morning departure from Kings Cross to Leeds 
and Bradford is now 8.55 a.m., whereas the pre-war 10.10 a.m. 
down (now 10.15) takes a secondary place, and the 11.20 a.m. 
“Queen of Scots” has not reappeared. On the L.M.S.R., 
also, the 8.15 a.m. Manchester and 8.30 a.m. Liverpool 
departures from Euston have become extremely popular. 
The aim of the business traveller, no doubt, is to reach 
places from 140 to 200 miles from Londen not later than 
lunch-time, so as to have the afternoon for business, and in 
many cases to be back in London the same evening. 
* * * * 
A Highland Jubilee 
Elsewhere in this issue we illustrate the veteran 4-4-0 loco- 
motive Ne 119, “Loch Insh,” of the former Highland Rail- 
way, one of the 15 locomotives of the “ Loch” class designed 
by Mr. David Jones, Locomotive Superintendent at Inverness. 
and built by Diibs & Company in 1896, of which three have 
survived to complete a working life of half a century. At the 
time of their construction these locomotives were considerably 
more powerful than any previously designed for passenger 
traffic on the Highland Railway, and for many years worked 
the principal trains between Inverness and Perth, over what 
has been described aptly as the most consistently difficult 
main line in the country, with its long stretches of single line, 
severe gradients, and two summits, each well over 1,000 ft. 
above sea-level. A melancholy sequel to the appearance of 
the new locomotives was the resignation of Mr. Jones in 
October, 1896, as the result of an accident. Of his 48 years 
of railway life, 41 had been spent in the service of the High- 
land Railway, and he had held the position of Locomotive 
Superintendent since 1870. It is a striking tribute to his 
genius that, after the lapse of some 20 years, one of his suc- 
cessors perpetuated his final designs by adding to the “ Loch” 
class four more locomotives, with only a few minor alterations. 
* * * + 
Pennsyivania Railroad Freight Locomotives 
The completion is announced of a recent order for 26 freight 
locomotives, of non-articulated 4-4-6-4 type, for the Penn- 
sylvania Railroad, which has been a pioneer line in the develop- 
ment of “ duplex” types, i.e., those in which there are two 
groups of driving wheels in a four-cylinder rigid-frame con- 
struction. The arguments adduced in favcur of this arrangement 
were given in our recent article dealing with the 4-4-4-4 locomo- 
tive built for the same company, and these arguments also 
apply to the later freight engines, which are designated class 
* Q-2.° One of the latter has undergone tests at the Altoona test 
plant and developed a maximum of 7,987 h.p. at 57.4 m.p.h. 
Coal consumption varied from 2.75 to 3.60 lb. per drawbar 
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horsepower-hour, according to the cut-off, between speeds of 
49.2 and 50.6 m.p.h. The maximum evaporation was 137,479 ib. 
of water per hour; and at the highest boiler rate the smokebox 
gas temperature was 655° F. The boiler—one of the largest 
ever built for a locomotive—is of especial interest. It has a 
Belpaire firebox, the heating surface of which (including com- 
bustion chamber and circulating tubes) is 725 sq. ft. The work- 
ing pressure is 300 lb. per sq. in. A mechanical stoker feeds 
the vast grate, 121-7 sq. ft. in area. With the booster in 
action, the total tractive effort is 115,800 lb. The cylinders for 
the two units differ in diameter and stroke, and a new and 
ingenious method of securing the rear pair to the frames allows 
the total wheelbase to be reduced by about 15 inches. 


* * % * 


Retirement of Mr. Edward Thompson 


T HE retirement of Mr, Edward Thompson from the office of 

Chief Mechanical Engineer of the L.N.E.R. brings to a 
close a distinguished railway career. His long and wide ex- 
perience was not confined to railways, for part of his training 
was spent with Beyer, Peacock & Co. Ltd., and at two different 
periods he was on the staff of the Royal Arsenal at Woolwich. 
In pre-grouping days he served successively on the Midland, the 
North Eastern, and the Great Northern Railways, beginning 
his long association with the late Sir Nigel Gresley on the latter 
line in 1912 as Carriage & Wagon Superintendent. 

His earlier railway work was thus varied in itself, including 
locomotive construction and running, in addition to that of the 
Carriage & Wagon Department. In 1927 he began an associa- 
tion with a fourth of the pre-grouping companies, when he was 
appointed Assistant Mechanical Engineer at Stratford; the time 
had not then come for general standardisation of locomotive 
practice on the L.N.E.R., and Stratford was steeped in the 
proud traditions of the old Great Eastern Railway. Later he 
was responsible for carrying out the very successful rebuilding 
of two noteworthy Great Eastern express locomotive types, the 
“Claud Hamilton ” and the “ 1500” class 4-6-0's. 

When the time came for him to take supreme command, in 
1941, the circumstances were such as might well have daunted 
a lesser man. The immediate task of maintaining the existing 
locomotive stock was onerous enough under the burden of war: 
labour and materials were in short supply, and the demand for 
motive power was daily becoming heavier. Despite the im- 
pact of urgent day-to-day problems, Mr. Thompson began to 
formulate a scheme for the complete modernisation of the 
locomotive stock of the L.N.E.R., an immense project of post- 
war planning to meet conditions changing at almost alarming 
speed from those of 1939. The principles of several new stan- 
dard classes of locomotives were laid down, and by the careful 
use of existing patterns, tools, and so on, together with the re- 
building of certain engines and the use of standard parts, it 
was possible even in the straitened circumstances of the day to 
construct engines for trial. 

These prototypes were thoroughly tested out in the extremely 
severe traffic conditions of 1944 and 1945, and thus, when the 
time came for post-war construction to be started in earnest, 
the L.N.E.R. was in the fortunate position of having a series 
of new designs ready to go straight into production. With 
examples of six or seven new classes actually in service one can 
begin to visualise something of the plan as a whole, but to 
have evolved such a scheme and carried out the experimental 
construction and development work within the short space of 
five years, years moreover of such extreme stress, is, to say the 
least of it, a great achievement. 

As a locomotive engineer, Edward Thompson will long be 
remembered by his “ BI” two-cylinder 4-6-0s, and equally by 
the group of new classes all having the standard 20-in. by 26-in. 
cylinders. Characterised by simple design, and the handsome 
appearance traditional of an earlier period in British locomo- 
tive history, they yet embody all those features of modern 
practice which have been proved essential to efficient perform- 
ance on the road; into the design of these engines he also 
brought a live appreciation of the running department point of 
view. Jt is already evident that in every way these medium 
powered engines are proving very successful, and we venture 
to predict an equal success for his fine new “ Pacifics,” one of 
which has just been named after him. Mr. Thompson thus 
takes with him into retirement a very gracious tribute from the 
company he has served with such energy. 








North British Railway Centenary 


LTHOUGH some 606 miles of new railway were opened 
for traffic during the year 1846, there were only two 
openings in Great Britain of both substantial length and im- 
portance. One of these was a portion of the East Coast 
route to Edinburgh, and the other a section of the West Coast 
route to Glasgow. The former was the main line of the 
North British Railway from Edinburgh to Berwick (573 miles) 
together with the Haddington branch (4} miles); and the latter 


was the Lancaster & Carlisle Railway, of which the 20 miles. 


from Lancaster to Oxenholme was opened on September 22, 
and the further 50 miles from Oxenholme to Carlisle on 
December 17. The North British Railway formal opening 
occurred on June 18, and was an outstanding event in the his- 
tory of British railways. As we close for press, the centenary 
was due to be marked by a public rolling stock exhibition in 
the Waverley Station, Edinburgh, on June 19 and 20; by the 
publication of a centenary history by Mr. George Dow en- 
titled “‘ The First Railway Across the Border,” and by a lunch 
in Edinburgh presided over by Sir Ronald Matthews, Chair- 
man of the L.N.E.R., yesterday (June 20). We hope to refer 
further to the lunch and the centenary booklet in next week’s 
issue. 

As the title of Mr. Dow’s centenary history indicates, the 
North British Railway from Edinburgh to Berwick formed the 
first railway to run over the Border between England and 
Scotland (as the- town of Berwick-on-Tweed is in England). 
By the joining up just over two years later (on October 10, 
1848) with the York, Newcastle & Berwick Railway across 
a temporary viaduct where is now the famous Royal Border 
Bridge, the throughout East Coast Railway route between 
London and Edinburgh was completed. Incidentally, the 
Royal Border Bridge itself was opened on August 1, 1850. 

On the inaugural day 100 years ago, two trains left Edin- 
burgh (from the original station situated on the east side of the 
North Bridge) made up in all of 38 carriages and 9 !ocomo- 
tives. This train conveyed 700 guests to Berwick, who, on 
the return journey were entertained at Dunbar on the lavish 
scale customary at that period. On June 22 the line was opened 
to public traffic. 

The North British Railway was a line of rapid construction, 
for the Act of incorporation was passed only on July 19, 
1844. Construction was begun on August 12 of the same 
year and was entrusted to 12 contractors, each with a separate 
section to complete. Although the line was not beset with 
such difficulties for the engineer as its opposite number on the 
West Coast, the building of the steep bank culminating at 
Grantshouse Station (approximately 385 ft. above sea level) 
was not achieved easily. Nevertheless, the opening took place 
in its entirety within two years of the passage of the Act, prob- 
ably by reason of pressure put on the engineer and contractors 
by George Hudson, the Railway King, in his anxiety to beat 
the West Coast route. Allegations of faulty design and shoddy 
construction were made freely, and subsequent events showed 
that the opening was somewhat premature, and that more time 
might have been spent profitably on the works and in 
allowing them to consolidate. Severe storms in October caused 
the collapse of the Linton Bridge over the River Tyne, as 
well as two small bridges at Dunbar, and part of the famous 
Cockburnspath bank was destroyed by floods. This, of course, 
completely dislocated the service, and road coaches had to te 
substituted for some time between Grantshouse and East 
Linton, until the damage could be made good. 

The North British station in Edinburgh in 1846 was unpre- 
tentious. It had been open only for some six weeks when the 
Edinburgh & Glasgow Railway, which had obtained powers 
some time previously to construct an extension from its ter- 
minus at Haymarket to join up with the North British, brought 
this link line into use, thus enabling passengers to travel be- 
tween Glasgow and Berwick without changing stations. From 
that time onwards the station was shared by both companies 
and was designated the General Station. The next year saw 
the advent of yet a third railway company, which opened Canal 
Street Station adjoining the General Station. This was the 
Edinburgh, Leith & Granton Railway which drew its trains 
through the steep incline of Scotland Street tunnel by stationary 
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engine and cable. There were thus three railways occupying 
one site now contained within the boundaries of the Waverley 
Station. By 1869 the growth of traffic necessitated the pro- 
vision of improved facilities for these three lines; the Edin- 
burgh & Glasgow and the Edinburgh, Leith & Granton had 
by then been absorbed by the North British Railway Company. 
Plans were approved and the improvements were completed 
four years later. The opening of the Forth Bridge and the 
rapid expansion of railway travel necessitated the preparation 
of plans for a new station to be built upon this site, and thus 
Waverley Station was evolved, largely as it is today, at a cost 
of 14 million pounds. Until the rebuilding of Waterioo 
Station in London, Waverley enjoyed the distinction of being 
the largest station in the British Isles: it is still the largest on 
the L.N.E.R. 


The Railway Charges Inquiry 


7 Charges Consultative Committee intends to commence 
its inquiry into L.P.T.B. fares on July 2 and that into the 
main-line companies’ rates and charges early in September. As 
previously mentioned, this Committee consists of the per- 
manent members of the Railway Rates Tribunal sitting in an 
advisory capacity, but their functions differ materially from 
those imposed on the Tribunal by the Railways Act, 1921. 

Under Section 59 (4) of that Act their duty up to the out- 
break of the war was to review railway charges annually, un- 
less otherwise directed by the Minister of Transport. If they 
then found that the net revenue or average annual net revenie 
of each company was less than its standard revenue plus the 
amount required to remunerate adequately any additional capi- 
tal raised or provided in respect of expenditure on capital ac- 
count since 1928, and that the deficiency was not due to lack 
of efficiency or economy in management, the Tribunal was direc- 
ted, unless it felt that because of change of circumstances the 
deficiency was not likely to continue, to make such modifica- 
tions in the charges as it might think necessary to enable the 
company concerned to earn its revised standard revenue, the 
aggregates of which totalled over £51 millions. This obligation 
does not apply to the task of the Consultative Committee. 

Instead it is to advise the Minister as to the best method of 
adjusting railway, dock, canal, and collection and delivery 
charges so as to yield in 1947 approximately the aggregate ot 
the fixed annual sums (£38,633,000) payable by the Govern- 
ment to the controlled railway companies under the Railway 
Control Agreement. In doing so, however, it is directed to 
take into account all relevant considerations and to aim at 
an equitable distribution of charges between the various 
classes or groups of classes of traffic, but, at the same time, to 
have regard to the Government’s policy of full employment 
and to the importance of maintaining adequate coastwise ship- 
ping services. 

The desire of the Government not to hamper unnecessarily 
the revival of trade and industry already has been evidenced by 
its decision to limit the increase on freight to 25 per cent. in- 
stead of 33 1/3rd per cent. over pre-war, and in the House of 
Commons on May 29 the Minister of Transport expressed the 
view that the increase of 8 1/3rd per cent. on this traffic would 
not appreciably affect the cost of production, while any in- 
crease in food prices would be adjusted by the present arrange- 
ment under which the Treasury subsidises the cost of food to 
the extent of some £300 millions per annum. 

The Government's pelicy of full employment is, of course, 
not confined to the export trades and the Committee is not 
likely to find it easy to suggest how a further £10 millions, less 
the additional sum to be earned by the L.P.T.B., can be raised 
in 1947 from railway charges, without the increases having 
some repercussion on trade and industry. The requirement 
that the Committee shall bear in mind the importance of main- 
taining adequate coastwise shipping services is a broad hint 
that traffic for conveyance by this means should continue to 
receive favoured treatment. 

As previously mentioned, it cannot be pointed out too clearly 
that the present and proposed further increases in railway 
charges are not being made at the request of the railway com- 
panies, but are being made by the Government to enable the 
railways to earn a sum equivalent to the amount which the 
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Government is under obligation to pay them under the terms 
of the Railway Control Agreement. 

While the railway companies may be asked to submit their views 
at the inquiry, they would do so only to assist the Committee 
in its deliberations. Meanwhile, the principle of standard reve- 
nue is not dead, as is suggested in certain quarters, but its 
resuscitation at the end of control in accordance with Article 33 
of the Railway Control Agreement obviously is dependent on 
political considerations, 

* * * * 


Wartime Traffic and a Minor Station 


OTH during the recent war, and since, mention has been 
made from time to time of the important part which 
was played by quite minor country stations, often on branch 
lines, in handling exceptional traffics. While the war was in 
progress, locations were of necessity secret, but it is now of 
interest to quote a specific example of which details have 
been supplied by the L.N.E.R. For this purpose we have 
taken the instance of Tanfield, which is situated on the borders 
of the North and West Ridings of Yorkshire, on the single- 
line L.N.E.R. branch, worked by one engine in steam, from 
Melmerby to Masham. Six villages, 57 farms, and a flour 
and cake mill are served by the station, and, in normal times, 
the traffic is mainly agricultural. During the recent war this 
traffic increased to a yearly average of 3,000 tons of grain, 
3,000 tons of potatoes, and over 2,000 tons of sugar beet. 
Early in 1941 a small detachment of the Royal Army Ord- 
nance Corps went to the village to establish an ammunition 
sub-depot. A large camp was erected opposite the station, 
and explosives were moved from factories liable to enemy 
air attacks and stored by the roadside in the Tanfield area. 
The traffic was concentrated mainly at Tanfield, but Bedale, 
Masham, and Catterick Bridge were also concerned in the 
movement. The last-named station was badly damaged by 
an explosion in which the stationmaster was killed, and fatal 
casualties were sustained among the military personnel. The 
following figures show the enormous extent to which the special 
military traffic at Tanfield increased—1940: 4,000 tons; 1941: 
31,000 tons; 1942: 55,000 tons; 1943: 65,000 tons; 1944: 76,000 
tons; and 1945: 51,000 tons. 

The station was open every Sunday for five years, and the 
staff was called upon to work long hours, in many cases 
throughout the night. The Army provided a yard foreman, 
sheeters, loaders, and checkers to augment the railway staff 
of two men porters, one lad porter, and a female clerk. 
Many of the movements were rush jobs, of which very little 
notice could be given. Secrecy was of the utmost importance 
for the shipping traffic, and it was not always possible to 
inform the public why ordinary traffic was delayed. The 
farmers were most reasonable in the matter, and with the co- 
operation of all concerned the traffic was kept moving with 
the minimum of delay. Special lamps were provided for work- 
ing during the blackout, and an anti-aircraft gun, manned 
by the R.A.O.C., was mounted on the coal depot line. From 
time to time mishaps and derailments occurred, but the break- 
down van always arrived promptly, and the branch was re- 
opened for traffic at 6 a.m. the next morning. Many trains 
of 40 or 50 wagons were run, and, as the station yard will 
hold only 34 wagons, it was often a matter of considerable 
difficulty to handle the traffic. Occasionally, trains had to be 
marshalled in the coal depot, and on the run-round line, during 
the blackout. During the six weeks before D-Day, 42 special 
trains were run, and, thanks to the able assistance of York 
Control, every one started on time. The military personnel 
at the depot served subsequently in many parts of the world. 
Many members of the Beach Ordnance Corps, who landed 
with ammunition in the spearheads of the invading Armies 
of Liberation, received their first training at Tanfield; and 
the R.A.S.C. and the Pioneers also played their part. 

With the cessation of hostilities, the military traffic declined 
considerably, although at least two years will be required to 
remove the many thousands of tons of explosives still stored 
at the depot. The supplies of mustard gas have already been 
despatched to Stranraer to be dumped in the sea, and the 
disposal of }-million land mines has called for the provision 
of 17 special trains. 
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Second Thoughts on Nationalisation ? 


— Labour Party Conference at Bournemouth was dis- 
tinguished by some plaintive confessions by Mr. Shinwell 
when he dealt with the Government’s plans for nationalisa- 
tion of many basic industries. Mr. Attlee told the delegates 
that the measures of nationalisation which the Government 
had introduced, or was planning to introduce, were not theo- 
retical trimmings, but an essential part of the planned economy 
for full employment, prosperity, and social justice. He said, 
too, that the measures which were being taken came out of 
hard experience and close study of the problems involved. 
He thought the Government had made a good start, and it 
was planning ahead the work of the next session after this 
one, and the next after that. 

Mr. Shinwell, however, seemed to be in a more realistic 
frame of mind, and when he set before the Conference a large 
picture of nationalisation plans he also uttered a warning. He 
spoke of the platform slogans and the sketchy plans which 
were all the Government had had when it came into power, 
and which would not do for the future, explaining that care- 
ful preparation was required before embarking on adventurous 
industrial experiments. He admitted that the Government had 
been obliged to improvise. He added, too, that the future 
of the Party depended on the success of the nationalisation of 
coal-mining, and if this “bold and audacious experiment,” 
as he rightly called it, failed, the Government could not hope 
to promote further schemes of nationalisation. Somewhat 
strangely, he added that he was confident that, whatever else 
happened, nationalisation would succeed financially. 

Two very important admissions were made by Mr. Shinwell. 
He is reported to have said: “ Unfortunately, while the Labour 
movement has quite properly focused on the fundamental 
principles and ideals of Socialism, little attention has been 
paid to the extremely difficult technical and administrative 
problems which the carrying out of nationalisation involves.” 
Later he said: “We stated our principles when power ap- 
peared to be remote. Now that we have gained power we 
recognise our limitations and shortcomings in the field of 
preparation. There has been, I regret to say, very little 
guidance on detail.” That, from a Minister, is very plain 
speaking, and confirms an impression which is increasingly 
widely held as the Government stumbles on its way towards 
the achievement of an ideological conception of socialised 
industry. 

The fact is that the Labour Party did not expect to be re- 
turned to power at the last General Election. Its estimates 
were for a Conservative victory at the polls of about 50 seats, 
and Socialistic party election slogans were based on the expecta- 
tation that it would be in opposition, and not called on to put 
into effect its schemes and pledges. In effect, the electors called 
the Labour Party’s bluff. The complexities which the admini- 
stration has discovered in its endeavours to nationalise the coal 
industry, and the even greater complications which face it in 
its plans to take over an unspecified proportion of the iron 
and steel industry, have given it cause for second thoughts. 
If and when it is decided to proceed with the nationalisation 
of transport, it will be found that the complications and diffi- 
culties in that industry are as marked and as difficult of 
solution as those in the others. So far, no transport nationalisa- 
tion plan has been produced, and the Government still has a 
loophole by which it may extricate itself from this additional 
embarrassment. 


HIGHER OuTPUT OF COAL.—An increase in coal output is 
shown by the statistics for May. The output of saleable coal 
during that month averaged 3,702,500 tons a week. After 
allowances for holidays, the comparable averages for April of 
this year and for May, 1945, were 3,585,000 tons and 3,626,000 
tons, respectively. Wage-earners on the colliery books num- 
bered 699,100 in May, against 698,400 in April; the figure for 
May, 1945, on a slightly different basis, was 716,000. Last 
May there was an increase in the number of wage-earners 
“effectively employed,” and a decline in absenteeism. There 
has been no great variation in output per man-shift over the 
last few months, but the present figures are somewhat higher 
than those for a year ago. 
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Increased Railway Rates 


Thaxted. June 11 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sir,—A leading article in your issue of June 7 makes it 
abundantly clear that it is the Government and not the Rail- 
way Executive Committee which proposes to make good a 
deficit in railway revenues by increasing railway rates. Il am 
not surprised. The politician is nothing if not credulous. All 
the same, it is unfortunate, from the national standpoint, that 
no considered objection has appeared in the daily press. 
Presumably the subject is not sufficiently sensational to com- 
pete with the most recent murder. 

The fact is, we cannot make fine weather by tapping the 
barometer. The better the instrument, the more faithfully it 
reflects conditions extending far beyond itself. It is so with 
the railways. Granted always that they are efficiently managed 

and by common consent our railways concede nothing to 
any other in that direction-—then railway revenue is no more 
than a reflection of the prosperity or adversity amidst which 
they work. The idea that railway revenue can be augmented 
by the simple expedient of increasing rates is a complete 
fallacy. If trade expands, railway revenue expands with it; 
but if trade is sluggish, then the more railway rates are in- 
creased the more we imperil the cure While the theory 
cannot be pushed to an extreme, I believe that while trade 
can be fostered by low rates to a point at which the low rates 
will become remunerative, it can be hampered by high rates 
to a point at which transport itself can be rendered absolutely 
bankrupt. 

Permanent recovery in railway revenues has as a necessary 
precedent co-operation between road and rail. Thereafter, 
it is to be found not in the booking offices and goods offices 
of the railways, but in the factories, warehouses, and banking 
accounts of their customers. Is it-too late for the Ministry 
of Transport to reverse its policy? It is easy to speak of 


higher rates and higher fares. But when these expedients have 

failed, when the mischief has been done—what then? 

Yours truly, 

ASHLEY BROWN 
The Lesson of Lichfield 
390, Wakefield Road, 
Huddersfield. June 

To THE EpiToR OF THE RAILWAY GAZETTE 
Sir,—The suggestion made by the Inspecting Officer in his 


Lichfield, &.M.S.R., on January 1, 
that the up fast-to-slow home sig- 
can- 
com- 


report on the accident al 
and supported by yourself, 
nal and not the up fast home signal was actually “ off,” 
not be seriously sustained because it would involve 
plexities not previously mentioned, namely: - 

(1) Failure of the interlocking between the home 
and the distant signals, whose “off” indication was 
disputed; and 

(2) Failure of the interlocking between the up fast home 
signal and point lever 33, and unintentional clearing of 
signal 6 instead of signal 4; or deliberate setting and signalling 
of the road for fast to slow. 

The combined probability here is lower even than that of 
failure of the up fast home signal detector. 

The evidence of the detector (unless it failed completely 
in some hitherto unexplained way) and the up fast home 
signal contradicts the supposition that the points were set 
for fast to slow immediately before the fish train passed over 
them, and leaves the whole investigation without a satisfactory 


signals 
not 


conclusion. It has to be explained, also, why the signalman 
found no undue difficulty in working point lever 33 when 
the blades are supposed not to have moved at all, or in 


working locking bar lever 32 when the bolt is supposed not 
to have been withdrawn from the blade. 

It may be suggested as an explanation of the cause of the 
accident, that points 33 were imperfectly set for fast to fast. 
the error being too small to cause the detector to prevent 
the clearing of signal 4, but large enough to prevent entry 
of the locking bolt when its lever was set for locking (the 
signalman might certainly have been expected to feel some 
resistance at this stage). The fish train then “spit the switch,” 
forced the point blades to the right, thus allowing the locking 
bolt (under pressure from stressed rodding) to enter its hole 
with the points then fully set for fast to slow; and distorted 
down rod 33 just as it later distorted down rod 34. This 
suggestion involves some improbabilities (for example, diver- 
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sion of the engine without derailment) but none so serious 
as that of absolute failure of the detector, and it requires the 
signalman to have overlooked unusual resistance in only one 
lever instead cf two. It throws the responsibility for the 
accident on to imperfection in the point detector. 

Your suggestion that point detectors should act on distant 
signals would seem in the ordinary way to be an unnecessa 
complication because the interlocking between home and di 
tant signals already gives that effect. It would, however. | 
useful if it were ever deemed necessary to duplicate ever, 
interlocking device. 

In three separate places in your presentation of the report 
there is mention of conflicting evidence regarding the positio; 
of the up fast home signals, but the witnesses’ statement 
contain not the slightest hint of any conflict. The Inspectin 


Officer appears to have tried hard to convince himself that 
three confident witnesses had all been mistaken on a matte 
of simple observation. 
Yours faithfully, 
W. A. TUPLIN 


Where is Stonehenge ? 
Southern Railway, 
Southern Divisional Superintendent’s Office 
Central Station, 


Southampton. June 11 
To THE EpiItoR OF THE RAILWAY (GAZETTE 
Stx,—On page 25 of your June 7 issue appears an adve! 


tisement of the Wharton Crane & Hoist Company which takes 
the form of a representation of Stonehenge with an explana 
tory note at the top making the surprising statement that 
Stonehenge is “ near Avebury, Wiltshire.” 

As the main caption is “ We do not know how it got there.” 
I can only echo “ Neither do 1!” Avebury should of course 
read * Amesbury,” Avebury being the location of a rival estab- 
lishment some 17 miles to the northward. 

Yours faithfully, 


CHAS. ANDERSON 


Post-War Carriage of Coal 


Munster, Ruhr. 
RAILWAY GAZETTI 
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To THE Epiror OF THI 


Sir,—In the discussion which followed Mr. Kelway Bamber’s 
paper at the Institute of Locomotive Engineers on “Coal and 
its Post-war Carriage on British Railways,” in your May 10 
issue, | made a few remarks which have been misquoted. 
probably due, as usual, to my speed of delivery. I am made 
to say “that a 20-ton 4-wheel wagon gave a better load/tare 
ratio than two 10-ton 4-wheel wagons, but over 30-ton cxpa- 


city a double-bogie design was better.” The first part of this 
quotation is a platitude and the second part absurd, for a 
30-ton 4-wheeler is not possible for unrestricted use on British 
railways 

My remarks 
when he referred to the 


followed on those of the 
desirability of using high-capacity 
wagons. I agreed with nim that wagons ranging up to 200 
tons capacity, such as existed on railw: iys in — countries. 
were a great advantage, both from the load/tare and rolling 
resistance viewpoints, but that operating condense in this 
country, and not mere conservatism, forbade their use. Past 
operating methods had forced British railways into a. strait- 
jacket from which only enormous capital expenditure could 
now extricate them 

I then gave a side glance at the load/tare ratio and referred 
to the overlap between bogie and 4-wheel wagons, stating that 
a bogie wagon of about 30-ton capacity was actually less 
efficient in load/tare ratio than were two 10-ton 4-wheelers. 
and that it was only at capacities of 40-tons and over that the 
bogie wagon had an advantage. 

Here I noted Sir William Stanier’s eyebrows registering a 
point and remembered that I was quoting figures for wagons 
with automatic couplers and 100-ton luffing stress. With 
British standards, 4-wheelers would show up still better, so | 
hurriedly tried to cover myself by remarking that these figures 
depended on luffing and other conditions. but nevertheless 
Was quite correctly “touché ” by Sir William! 

Sir William’s remark that the paper ought to have been 
read to the Colliery Owners’ Association was the most pro- 
found of the evening, but does even that go far enough? 

Mr. Kelway Bamber’s proposals are a wise step in the 
right direction, but he would have been the last to maintain 
that they are the ultimate requirement. But when we remem- 
ber that small and really large wagons should not be mar- 
shalled indiscriminately; that our usual wagons have still no 
power brakes; that holding capacity for goods trains is of 
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limited length; and that our axle weight is still severely limited, 
the capital expenditure required to bring our coal carriage into 
line with the efficiency of some overseas railways, would be 
staggering, and a return on that capital doubtful. It would 
appear to me, therefore, that greatly improved container de- 
signs and methods would appear to offer the best hope for the 
future 
Yours faithfully, 
K. CANTLIE, 


Controller of Mechanical Engineering in Westphalia 


Timetables 
Detachment, No. 103 Staging Post, R.A.F., 
British Forces in France. June 13 
To = EpiroR OF THE RAILWAY GAZETTE 
Sir,—With reference to the letter on timetables in your issue 


of June 7, | agree with your contention that passengers prefe: 
the large foolse: ip-size time book because of its greater clarity. 
Indeed, I suspect this also applies to some inquiry office staffs, 
as | remember the uncomplimentary remarks made by the staff 


of a certain L .N.E.R. inquiry office when that company first 
adopted the “ Bradshaw” format for its time books in 1939. 
Railway staffs, of course, should have no difficulty in reading 


the small time books, though cross-country services, particularly 
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room, and save paper; and when it is again possible to issue 
“district” or pocket timetables, this can be arranged easily by 
reprinting sections of the complete time books. 

Writing as a non-railwayman, I think it should not be neces- 
sary to return to the large time books of pre-war days, as I 
think preference in a matter of this kind is largely a question 
of what one becomes accustomed to. I support your corre- 
spondent in his appeal for the four main-line companies to 
adopt a standard size for their public timetables. 

May I also put in a plea for the adoption of the 24-hour 
clock system in railway timetables in place of our antiquated 


a.m. and p.m. divisions. Now that so many people in the 
Forces and Civil Defence services have become acquainted 
with the 24-hour clock, | feel this is an appropriate time to 


introduce the change. 
Yours faithfully. 
A. R. ELLIOTT 


Locomotive Levities 


*Marodae” Bray Road, Cobham. June 14 
To THE EpttoR OF THE RAILWAY GAZETTE 
Sirn,—Mr. A. G. Wells, writing under the above heading in 
your June 14 issue, wonders who was the original “ Betty 
Baldwin.” always understood, at the time, that it was the 


I believe the 
named was a bunch of university engi- 


name of the, then, Prime Minister’s daughter. 
crew of the engine so 


those covering the lines of more than one company, 


clearly. 
as they are more 


shown more 


Nevertheless, 
advantages, 


might be neering students. 


the small time books have 
easily carried about, 


take up less 


Yours faithfully, 
PERCY GILBERT 








>: . 
Publications Keceived 

The Railwaymen’s Year Book, 1946. 
Distributing Agents, 5/6, Red Lion Square, 
London, W.C.1. 96 pp. Illustrated. Price 
2s. 9d. post free-—This is a new publica- 
tion, with a foreword by Lord Walkden, 
ind is devoted to the needs of the railway 
worker, for whom no such year book has 
previously existed. It is profusely illus- 
trated and contains much useful informa- 
tion contributed by the railway companies 
and railway trade unions. Details of pro- 
cedure, facts and figures. rates of pay and 
holiday information are only four of the 
many subjects included. It %s possible that, 
in such an initial work, some sections may 
be found to be incomplete, and the pub- 
lishers, therefore, invite readers to co- 
operate by sending in suggestions for im- 
provement. 

Schweizerisches Archiv fiir Verkehrs- 
wissenschaft und Verkehrspolitik: Annales 
Suisses d’Economie des Transports (Swiss 
Quarterly Review of Transport Questions, 
Scientific, Economic and Political). Pub- 
lished by the General Management of the 
Swiss Federal Railways through the Orell 
Fiissli A.G. at Zurich. Price for the four 
numbers, 18 fr.: single quarterly issue, 
5 fr., to be sent to Messrs. Fiissli. First 
number, dated 1946. 92 pages. 9} in. by 
63 in.—The cessation of most of the Ger- 
man technical and scientific journals, 
several of which dealt with the science 
and political economy of transport ques- 
tions, has left a gap in a literature for- 
merly much studied on the Continent. 
The present publication, recently launched 
under the auspices of the General Man- 
agement of the Swiss Federal Railways, 
aims at remedying this situalion and pro- 
viding a source of qualified and unbiased 
comment on the fundamental realities and 
issues affecting the economic life of every 
type of transport, with the assistance of a 
number of distinguished contributors, 
occupying’ prominent positions in aca- 
demic, industrial and public — service 
circles. The General Editor is Professor 
M. Saitzew, of Zurich University. This 
first number contains informative articles 
on Swiss railway fares, the application of 


correct depreciation charges to railway 
undertakings, the substitution of motor 


services for railways in certain cases, a 


chronology of transport events, statistical 
tables, and book reviews. One of the 
last-named is in French, and there is a 
French translation of the introduction: 
the rest of the text is in German. 


The History of the Solent Tunnel 
Scheme. By Fred Turton. Ilfracombe: 
Arthur H. Stockwell Limited, Elms Court. 


$+ in. x 5 in., 64 pp. Price 2s. 6d.—The 
possibility of eliminating the skort but 
tiresome sea crossing between the main- 


land and the Isle of Wight, by means of a 
railway tunnel under the Solent, has been 
considered frequently by those whose live- 
lihood depends on the prosperity of the 
island holiday resorts. On at least two 
occasions during the past 50 years, definite 
schemes for the construction of the tunnel 
have received some support, but lack of 
funds and divided counsels have prevented 
success. Now, after the lapse of several 
years, the question has been re-opened by 
one of the most enthusiastic supporters of 
the scheme in a brief account of past 
failures and hopes for the future. Whether 
the tunnel would provide a complete 
solution to the economic problems of the 
island is by no means certain, but there 
can be no doubt that the advocates of 
the scheme regard its construction as a 
necessity. 

Railway Points and Crossings: Theory 
and Practice. By Neville H. Cour-Palais. 
Second Edition. Calcutta: Thacker, 
Spink & Co., 3, aor London: W. 
Thacker & Co.. 34/40, Ludgate Hill, 
E.C.4. 74 in. Sin. 409 pp. and tables. 
No price stated.—In our issue of Octo- 
ber 4, 1935, we reviewed the first edition 
of this valuable work, at the same time 
offering one or two suggestions, which, we 
are gratified to note, have been embodied 
in the second edition. New features ap- 
pearing in the latter include notes on high- 
speed layouts together with a table show- 
ing typical practic: in turnouts from the 
straight on high-speed lines on the four 
British main-line systems, and on selected 
continental, American, Canadian, and 
the Japanese railways. Chapters devoted 
to gauntlet track and transitioned turn- 
outs have also been added, as well as an 
appendix containing proofs of selected ex- 
amples of layouts, as suggested in our 
earlier review. There are, moreover, 


several new tables, namely, of offsets for 
etting out curves, and of tangents to a 
I-deg. curve for all angles from 1 deg. 
to 90 deg., now included to meet specific 
requests. The whole work, however, has 
been revised and the notes on superele- 
vation and speeds through turnouts com- 
pletely so. The author evidently has de- 
voted a great deal more time and trouble 
to bring up to date and generally enhance 
the value of this most useful text book 


Model Railway Standards.—Fixed stan- 
dard dimensions for all kinds of future 
equipment have been adopted by the prin- 
cipal British manufacturers of model rail- 
ways, thereby putting an end to the dif- 
ferent standards which, persisting for some 
25. years, have often’ prevented one 
maker’s rolling stock running on another 
maker’s track. The new standards have 
been evolved by the recently formed 
Model Engineering Trade Association, in 
conjunction with the British Railway 
Modelling Standards Bureau, and they are 
comprehensive. Those now settled cover 
rails, wheels, and voltages of electrical 
power, and include measurements such as 
journal diameters, wheel flange cone, and 
check rail clearances. Two sets of stan- 
dards are employed, namely, standard 
gauges 00 and O and true scale gauges 
00 and 0, the latter for those modellers 
who wish to work to very fine limits. 
A pamphlet giving the standard gauges 
00 and O dimensions has been issued, and 
copies may be obtained (price 4d. post 
free) from the Secretary of the M.E.T.A. 
it 156, Camden High Street, N.W.1. 


Tangye Garage Equipment.—We have 
received from Tangyes Limited, Cornwall 
Works, Smethwick, Birmingham, Publica- 
tion No. 624, illustrating and describing its 
vertical washing pumps and_ hydraulic 
sleeving and general purpose garage 
presses. The sleeving press is manufac- 
tured in 8, 16 and 30 ton sizes, and is 
designed for refitting and extracting cylin- 


der liners of car and lorry engines, and 
for all kinds of sleeving and general re- 
pair work. The garage press is the 


company’s latest design of press suitable 
for the heaviest general duty in any gar- 
age: it is described as being equally 
suitable for either very heavy or extremelv 
delicate work. 
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The Scrap Heap 


The ‘Frontier Mail” express of the 
North-Western Railway, India, was de- 
layed for two hours recently, near Jaicot 
Junction, by a tiger on the track. The 
tiger was persuaded to retire into the 
jungle after the engine had whistled and 
the station gong was sounded. 


* * * 


100 YEARS AGO 
From Tue RAILWAY TIMES, June 20, 1846 


ARIS AND LYONS RAILWAY.—(Lafiitte’s 

Company.)—The Holders of Scrip Tenths, issued to 
represent fract'ons of shares, are reminded that the time 
for claiming shares in exchange for such scrip has some 
time since expired, and that the deposits paid on them re- 
main as cash in the hands of the Secretary, wait%g the 
orders of the holders of the scrip. 

It has now become peremptorily necessary to close these 
accounts, and the scripholders are hereby acquainted that 
the Directors have resolved to extend the period for ex- 
changing the scrip for shares until the 4th of July next, and 
the parties are requested to c icate with them accord. 
ingly. After that day no application will be received. 

y order, 
EDWARD AIME, Secretary. 

62, King William-street, City, London, June 17, 1846. 





HAYLE RAILWAY COMPANY. 


On Saturday a meeting of the shareholders in this 
Company was held.at their.offices, Old Broad-street ; 
Mrs. Louis Vicors in the chair. 

The CuairMAN said that the main object for which 
the present meeting had been summoned was to con- 
sider an. agreement with the West Cornwall Railway 
Company with respect to either selling or leasing to 
them the Hayle line. of railway, both of which were 
in the same Parliamentary Group. The terms of the 
agreement were,. that in the event of the West Corn- 
wall Railway, Company. obtaining: their Act, they 
were to purchase the. Hayle line af Railway for 80,0004., 
and also to take. upoo themselves all the debts and 
liabilities now eutstandjeg against she Hayle Railway 
Company. The-West Cotnwall. Company were to 
declare their option within six months of obtaining 
their Act, as to whether they pay a portion of the 
purchase-money by shares in their line, and, so far 
as he was concerned, he would much rather they did 
80. »They were to enter into possession of the Hayle 
Railway within three months of getting their Act, 
and the purchase money was to be paid in four in- 
stalments of 20,000/., the first to be payable within 
twelve months of the ratification of the agreement. 

After a short conversation, in which it was stated 
that the 80,0002. represented the full capital of the 
Hayle Railway Company at par, a resolution ap- 
proving of the agreement was unanimously adopted, 
and the meeting separated. 
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Way? 
Why do trains get delayed? 
Irregularities in flows of traffics are a 


feature of present-day railway _ traffic 
operating. Modern _ industrialists use 
“ Planned Production” to achieve the 


maximum results. The L.M.S.R. can only 
apply “ planned production ” partially, and 


this is represented by its timetable. Fac- 
tors quite outside 
the control of the Knocks 


L.M.S.R. are al- 
ways operating to 
upset even this de- 
gree of “ Planned 
Production.” Traf- 
fic demands, which 
are unpredictable 
as to precise time 
and place, are 
constantly crop- 
ping up and have 
to be fitted in with 
the timetables. De- be 
mands are depen- 

dent on such problematical factors as the 
arrival times of boats at ports; the needs 
of foed distribution and the requirements 
of the Services. There are only 24 hours 
to each day; there are some 7,000 route 
miles of track on the L.M.S.R. system; 
there are so many staff and so many 
engines, carriages and goods vehicles. The 
L.M.S.R. cannot increase production by 
working two or even three shifts: they are 
already working “round the clock.”— 
From “The LMS. Answers Your 
Questions.” 


* * * 


STANDARDISED CHEQUES 

The banks have agreed to standardise 
their cheques. The minimum size will be 
6 in. by 3 in. and the maximum 8 in. 
by 4 in. The amount in figures and 
the signature will be on the right-hand 
side. On the left-hand side will be a 
blank space on which the crossing stamp 
of the collecting bank can be placed. 


The new cheque will not be in general 
use immediately because large stocks of 
the existing pattern are held. 
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FORMS FORM Fours 

Millions of Army forms, weighing 1.000 
tons, are to be carried in 4-ton conta‘ner 
lots by the G.W.R. from the Army depot 
at Chalford, which is closing, to other 
depots in London, Salisbury, and That- 
cham. The forms were “evacuated” 
from Wandsworth at the beginning of the 
war, 


never boost a Knocker! 


A knocker can lower the mor. 
ale of any group. That is why 
fellow workers instinctively 
avoid him. If you don’t like 
the way something is done, try 
to work out a better plan. Con- 
structive suggestions are what 
make a good railroad better, 


the New York Ceutral Syst 


issued by 


ANTI-NATIONALISATION LABELS 

The G.P.O., that bulwark of State Control, 
is aiding and abetting in some violent anti- 
Government, anti-Nationalisation propa- 
ganda from to-day on. It cannot help itself, 
as the law now stands. 

A series of small blue stick-on labels was 
issued overnight by Sir Ernest Benn’s 
‘* Freedom League,” the Society of Indivi- 
dualists. 

Each carries a brief but high-powered 
slogan, such as “ State Control is Slavery,” 
* Socialism Spells Starvation,” “* Bureau- 
cracy Begets Inefficiency,” ** Nationalisation 
Creates Unemployment.” 

Every letter posted by the Individualists 
will carry one of these stamps ; they will go 
out, too, from the Society’s two dozen 
branches, and from individual members. 

But, under existing regulations, the 
Post Office cannot refuse to handle letters 
so propagandised unless the label is so 
affixed as to look like a postage stamp ; or 
unless the letters are so plastered as to 
** embarrass *’ the sorters. 

The Individualists are being careful to 
avoid breaking either of these rules. And, 
no doubt, the P.M.G.’s ears are burning. 
From “ John Carpenter” in “ The Evening 
News.” 


. * * 


[ypist’S ERROR 

A 25-year-old shorthand-typist was fined 
£5 with two guineas costs at Hampstead 
Court on June 12, after she had pleaded 
guilty to leaving her employment at the 
Ministry of War Transport without per- 
mission of a National Service Officer. A 
solicitor for the Ministry said that she had 
been employed as a shorthand-typist since 
October, 1940. Last August she applied for 
her release, which was refused. She saw 
the National Service Officer and an Appeal 
Board, but all her applications were turned 
down. On December 15 she gave formal 
notice she was leaving and she did. “1am 
instructed to say.” he went on, “ that in 
her former department they need 75 
shorthand-typists, and if the Ministry 
lets one person go they must let others go. 

The typist’s solicitor said she went 
to the Labour Exchange to try to get her 
release after the war was over and was 
told to give her employers a week’s notice. 
He added that she had been a shorthand- 
typist to the legal adviser at ,the Ministry 
of War Transport during the war. He had 
now returned to his work at the Bar, but 
since then the typist had been given copy- 
ing work and not a_ shorthand-typists 
work. She had received no rise in salary. 
and had been refused permission to be put 
on the permanent staff. 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


INDIA 


Railway Strike Position 

Efforts at conciliation in the dispute 
between the Railway Board and the All- 
India Railwaymen’s Federation having 
failed, the railwaymen served notices on 
all the* major Indian railways intimating 
that the strike would begin on June 27-28. 
The Railway Board’s offer included:— 

(1) Minimum pay to be fixed at Rs. 16 
a month instead of Rs. 14 a month. 

(2) 50 per cent. of dearness allowance to be 
consolidated into wages for provident fund 
purposes. 

(3) The two lowest clerical grades to be 
merged into one, starting at Rs. 30 and rising 
to Rs. 85 a month. 


These concessions are estimated to cost 
Rs. 34 crores a year. The difficulties in- 
volved in conciliation may be judged from 
the difference between the offers of the 
Railway Board and the men’s demands, 
among which are the following:— 


(1) A minimum wage of Rs. 25. 

(2) All staff drawing less than Rs. 250 a 
month to receive Rs. 10 a month increase in 
pay. 

(3) A compensatory relief of Rs. 100 to all 
staff drawing less than Rs. 250 a month. 

(4) Zonal distinctions in dearness allow- 
ances to be abolished. 

(5) Duty hours of staff to be reduced to 


8 hr. a day. 

(6) Leave reserve to be increased by 25 
per cent. 

(7) Subordinates’ leave privileges to be 


extended to inferior staff. 
(8) The daily-rated wage system to be sub- 
stituted by a monthly rate on a 30-day basis. 
(9) All staff with more than one year’s 
service to be made permanent. 
(10) Staff retrenchment to be suspended. 
(11) Contract labour system to 
abolished. 


The Railway Board estimates that the 
cost of these concessions would be Rs. 94 
crores non-recurring and Rs. 33 crores a 
year. 


be 


Broadcast by Railways Commissicner 

In the course of a broadcast from Delhi 
on May 30, the Chief Commissioner of 
Railways, Lt.-Colonel R. B. Emerson, em- 
phasised the following points which have 
a bearing on the dispute:— 

(a) War surplus remaining after making 
the necessary appropriations to the depre- 
clation and reserve funds had been credited 
to general revenues in accordance with the 
revised convention approved by the Legis- 
lature in March, 1943, and therefore was not 
available for staff betterment or any other 
purpose. 

(b) Of the expected surplus for the current 
financial year, after deducting depreciation 
and reserve fund contributions, Rs. 12 crores 
wil remain. Out of this Rs. 3 crores are 
earmarked for betterment of third class 
facilities and for relief to the lower-paid 
staff. Rs. 34 crores will be spent on meet- 
ng the arrears of dearness allowance just 
sanctioned, and the balance will be required 
‘0 meet the contribution to ordinary 
revenues. 

(c) There -is thus no surplus available to 
meet the railwaymen’s demands and_ these 
can be satisfied only by increasing rates and 
fares, which is a step that the Government 
§ anxious to avoid. 

(d) The Government has set up a com- 
mission to make recommendations on the 
revision of all basic scales of pay of Govern- 
ment (including railway) employees. Any 
adjudication on pay would therefore prejudice 
the work of the commission. 


(e) The federation was prepared to call off 


YIM 


the strike only if the railways agreed to make 
an immediate non-recurring grant of Rs. 10 
crores and Rs. 20 crores a year for staff 
benefits. 

(f) As an alternative to the first proposals 
for settlement, the Railway Board suggested 
that pending the report of the pay commis- 
sion the question of ad interim relief to 
inferior and subordinate staff should be re- 
ferred to adjudication. A clear acceptance 
or rejection of this proposal had not yet 
been given by the federation. 

In a press interview, Sir Edward Benthall, 
War Transport Member of the Viceroy’s 
Executive Council, besides reiterating the 
points mentioned by the Chief Commis- 
sioner in his broadcast, stated that the 
strike would be illegal since certain points 
under dispute were still being examined 
by the Government. He further stated 
that the strength of the federation was 
200,000 out of India’s 900,000 railway 
workers. The President of the All-India 
Trade Union Congress in a press interview 
said that the Government should take into 
consideration that a railway strike might 
develop into a general strike producing 


chaos, and he suggested that the Viceroy 
should intervene to avert the threatened 
strike. 


MALAYA 


Rehabilitation of Railways 

The task of rehabilitating the Malayan 
railway system after the damage caused 
during the war with Japan, and during the 
subsequent Japanese occupation, is making 
steady progress. The latest reports from 
Singapore show that the railway ic now 
running 35,000 passenger train-miles and 
80,000 goods train-miles a month. The 
difficulties are still substantial, and may be 
assessed from the fact that a traveller who in 
pre-war times was in the habit of making the 
journey between Kuala Lumpur and Singa- 
pore, roughly 250 miles, in nine hours, 
recently left Singapore at 8 p.m. and reached 
Kuala Lumpur at 4 p.m. the next day, two 
locomotives breaking down in the process. 


Rolling Stock Difficulties 

Many replacements of rolling stock have 
to be made before what were known as the 
Federated Malay States Railways, and will 
probably be known in the future as the 
Malayan Union Railway, will be able to 
provide anything like the efficient service of 
pre-war days. Before the Japanese occupa- 
tion, 180 locomotives were running on the 
system between Singapore and Penang, and 
between Kuala Lumpur and the East Coast. 
Today only 110 are available, and many of 
those are sadly in need of repair. During the 
Japanese occupation they had been lubricated 
with palm oil and coconut oil, and valves 
practically have been ruined. There were 
6,300 wagons before the war ; now there 
are only 2,700. Furthermore, much of the 
rolling stock that is now in Malaya belongs 
elsewhere, and at least 700 wagons will have 
to be returned to Java in the near future. 

There is need, also, for considerable 
recruitment of personnel, both European and 
Asiatic. The system employed more than 
a hundred Europeans before the war. Of 
these only 17 managed to escape imprison- 
ment. Of the balance, some died in cap- 
tivity, and the others have had ‘to take 
recuperative leave in England before they 
will be fit to resume duty. 


Material Removed by Japanese 
Heavy replacements to the track, too, will 
be necessary before the system can serve the 
areas that were served before the Japanese 
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came. The Japanese used rails and rolling 
stock from Malaya to construct the * Death 
Railway ” from Bangkok to Moulmein, in 
which task thousands of British, Australian, 
and Dutch prisoners of war, and thousands 
of Indian labourers from Malaya, lost their 
lives. The Japanese removed 260 miles of 
rails from Malaya for the Siam-Burma 
railway, and long stretches of rails marked 
F.M.S.R. were as familiar a sight to those 
who worked on the railway in Siam as were 
Malayan locomotives and rolling stock, 
which, in the face of heavy offensives by the 
Royal Air Force, tried to keep the Japanese 
armies supplied in Burma. 


Bridge-Building by Indian Engineers 

Those who worked with Japanese engineers 
on the railway in Siam never ceased to 
marvel at the manner in which they threw up 
wooden bridges across the many ravines over 
which the railway was carried, but one bridge- 
building job which defied the skill of the 
Japanese military engineers has recently been 
completed in record time by two companies 
of Indian Royal Engineers. This bridge, 
a pontoon ferry that can carry locomotives 
and rolling stock, was completed across the 
fast-flowing 200-yard wide river at Surat 
Thani, in south Siam, in two months, and 
thus provided connection between Singapore 
and Bangkok. Its importance at the present 
time lies in the fact that it facilitates the flow 
of urgently needed rice from Siam to Malaya. 
These two companies of Engineers belonged 
to the 36th Division, and did fine service in 
the Burma campaign. One of their most 
valuable activities was the operation of 

** Jeep” trains carrying supplies along the 
150-mile stretch of line linking Myitkyina and 
Katjia, the main axis of the British advance. 


CANADA 


Direct Steaming of Locomotives 

A direct steaming plant, the first of its 
kind in Western Canada, is being built this 
year by the Canadian Pacific Railway at its 
Alyth locomotive depot, Calgary. Steam 
will be applied direct from boilers at the 
plant to the locomotive boilers, thereby 
eliminating the slow and costly procedure 
of “lighting up” engines. The procedure 
will be to fill the locomotive boiler with 
hot water and apply steam at 225 Ib. pres- 
sure directly into the boiler, after which 
the engine will proceed out of the round- 
house under its own steam, to be lit up 
outside the shop. 

Features of the new plant will be travel- 
ling chain grate fuel feed, automatic com- 
bustion control, forced draught combustion, 
overhead coal bins from which mechanical 
conveyors will carry fuel to the boilers, 
and a vacuum ash-handling system which 
automatically carries ashes from under the 
grates to the ash-disposal bins. Another 
important innovation will be a hot lime- 
soda feedwater treating plant to filter and 
treat water, making it possible to operate 
the new steam plant boilers for a six-month 
period between washouts, at present a 
monthly necessity. 


UNITED STATES ; 


B. & O. Accelerations 

With the spring timetables introduced on 
April 28, the “Capitol Limited” of the 
Baltimore & Ohio has been re-timed to 
leave Chicago at 4.30 p.m. (Standard Time) 
and to reach Washington, D.C., at 9 a.m. 
Westbound, the train leaves Washington at 
5.30 p.m. and arrives at Chicago at 8.15 
a.m. (Standard Time). These are the 
fastest schedules ever published for this 
run. On the same route there has been 
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in each direction in the 
“ Columbian.” 


a cut of 15 min. 
timing of the all-coach 


The “ National Limited” between St. 
Louis, Mo., and New York saves 19 min. 
eastbound and 15 min. westbound. A 


cut of 45 min. has been made in the west- 
bound timing of the ‘“ Diplomat ” between 
the same points. Accelerations have also 
been effected in B. & O. services to and 
from Detroit by the inauguration on April 
28 of use of the New York Central line 
between Toledo and Detroit. 
Accelerated “ Rocket * Goods Services 
As from April 4, the Chicago, Rock 
Island & Pacific has cut 24 hr. from the 
schedules of express freight trains running 
between Chicago, the Twin Cities, Houston, 


and Galveston. A new “Rocket” ser- 
vice has been introduced from Minnea- 
polis and St. Paul, which combines with 
the existing Chicago-Texas Gulf * Rocket” 
trains at Kansas City. The trains are 
hauled by 5,400-h.p. diesel-electric loco 
motives. 


Collision at Naperville 

On April 25 a collision occurred at 
Naperville, 28 miles west of Chicago on 
the Chicago Burlington & Quincy, when 
the “ Exposition Flyer” streamline ex- 
press collided with the rear of the “ Ad- 
vance Flyer” streamliner, which had been 
stopped for examination. Forty-five per- 
sons were killed, and 36 injured received 
hospital treatment. A statement issued by 
the railway said that the collision oc- 
curred 934 ft. west of a signal which was 
displaying a red indication, and 6,551 ft. 
beyond a signal showing yellow. In tests 
conducted after the accident, the signals 
concerned were found to be working cor- 
rectly. 

Hourly New York-Boston Service 

Additional morning and evening trains 
in both directions between New York and 
Boston were introduced on April 28 by 
the New York, New Haven & Hartford. 
giving a service “every hour on the hour ~ 
from 7 a.m. until 8 p.m. 


SOUTH AFRICA 


Railway Housing 

In all parts of the Union, houses for 
railwaymen are being built, with special 
attention to the needs of men back from 
active service. In the administration’s 
planning for the post-war period, housing 
received special attention. It was realised 
that with more than 10,000 men on active 
service, and with the railways committed 
to the employment of a large number of 
returned ex-volunteers, a definite housing 
policy was essential. 

It was provisionally decided that at least 
1.000 houses, in addition to the normal 
programme, would have to be built, and 
£1,700,000 was earmarked for the purpose. 
At present 536 houses are under construc- 
tion and tenders have been or will be 
called for the balance of 464 houses on 
this programme. 


The houses are let at departmental 
rates which amount to about £4 10s. 
a month, or one-sixth of substantive 


pay, whichever is the lesser. It is pro- 
posed to spend £3,350,000 on European 
housing and at least £200,000 for 
non-Europeans up to the end of 1946-47. 


House Ownership Scheme 

In December, 1945, the rate of interest 
on housing loans was reduced to 3 per 
cent. Servants on the temporary staff are 
now permitted to apply for loans providing 
they are contributing members of the pen- 
sion fund, and the period of qualifying 
service has been reduced from six to five 
years. From inception of the scheme in 
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1938 to March 31, 1945, 1,568 ready-built 
houses have been acquired by the staff, 
and 386 unimproved lots have been bought 
for building purposes. The total expendi- 
ture involved was £2,150,947. Some pro- 
gress has also been made in providing 
houses for non-Europeans. For the finan- 
cial year 1946-47, a sum of £200,000 has 
been allocated. Two hundred and sixty- 
seven houses for this class of employee 
are in course of construction. 


PALESTINE 


Damage to Railway Installations 


Railway installations over a wide area 
in Palestine were damaged in raids by 
terrorist gangs on the night of June 17. 


Fire broke out in the railway workshops 
near Haifa after employees had been 
warned to leave by an anonymous tele- 
phone call. Destruction of bridges caused 


train services to Syria and Transjordan 
to be suspended until further notice. The 
Allenby bridge, which carries the main 


railway and road to Transjordan, was the 
most seriously damaged. The damage is 
valued at over £100,000, and will take two 
months to repair. 


EIRE 


Summer Service Improvements 

After four years of skeleton services, 
which reached their lowest point in 1944, 
when trains ran on only two days a 
week, Coras lompair Eireann has now an- 
nounced its intention of introducing much 
improved services on July I. Not only 
will trains be more frequent throughout 
the area served by the company, but con- 
siderable economy will be effected in 
schedules. The Dublin-Cork service will 
be increased from one train each way 
daily to two, and the best time for the 186 
miles will be reduced from 6 hr. 35 min. 
to 4 hr. 40 min. 

Trains leaving 
(via Carlow) at 8 a.m. and 
spectively, will be combined at Kildare, 
arriving in Dublin at 12.35 p.m. On the 
down journey a train leaving Dublin at 
6 p.m. will give Limerick and Waterford 
(via Kildare and Cartow) arrival 
10.25 p.m. and 10.30 p.m. 

The 8.30 a.m. from Westport 


and Waterford 
8.15 a.m. re- 


Limerick 


will be 


** Liberation ”’ 





Loading a Vulcan Foundry ‘ Liberation” 
ss. ** Empire Wallace ”’ 


Westland 


times of 
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accelerated to reach Dublin at 3.35 p.m, 
two hours earlier than at present. An 
extra train from Westport at noon will be 
combined with the 2.45 p.m. from Galway 
and reach Dublin at 7.55 p.m. In the re- 
verse direction the Westport and Galw; ay 
trains will run independently. There wii] 
be two services from Galway to Dublin. 
From Sligo there will be a train at 8 a.m. 
joining the 8.40 from Galway at Mullingar 
and arriving in Dublin at 1.25 p.m. 
Coaches for Sligo will leave Dubiin on 
the 4.40 p.m. to Galway, arriving at Sligo 
at 9.55 p.m. The noon train from Sligo 
will be cancelled, but there will a new 
train to Dublin at 2.50 p.m., reaching the 
city at 8.55 p.m. 

On the Dublin-Wexford line, 
trains in each direction will supplement 
the present morning trains. A train will 
leave Wexford at 4.10 p.m., arriving at 
Row at 8.35 p.m. From Har- 
court Street an extra train will leave at 

5 p.m., reaching Wexford at 10.30 p.m. 
The present 9 a.m. from Wexford will 
run to Harcourt Street instead of to West- 
land Row, arriving at 1.30 p.m. 

Between Wexford and Waterford 
will be a daily service via Rosslare, leav- 
ing Waterford at 9.40 a.m., arriving at 
Wexford at 11.40 a.m., and departing again 
at 5 p.m., arriving at Waterford at 7.15 


p.m. 
JUGOSLAVIA 


Delivery of * Liberation ” Class 
Locomotives 
The first 30 of the U.N.R.R.A. “ 
tion” class 2-8-0 locomotives 
cently shipped in the ss. Empire 
to Trieste, en route for Jugoslavia. 
too wide for the British loading gauge 
they were carried by road on special 
100-ft. trailers to the port of embarkation. 
The engines are part of an order for 110 
locomotives built for U.N.R.R.A. by the 
Vulcan Foundry Limited, at Newton-le- 
Willow, Lancashire, and were described in 
The Railway Gazette of March 15. Jugo- 
slavia will receive 65 of the engines, 
Poland 30, and Czechoslovakia 15, In 
addition to the 110 locomotives to be 
supplied to U.N.R.R.A., the Vulcan 
Foundry is building 10 more of the same 
type for the Luxembourg railways. 


afternoon 


there 


Libera- 
were !e- 
Wallac 4 

Being 


Locomotives for Jugoslavia 





2-8-0 on the 


class 


for despatch to Jugoslavia via Trieste 








WitnM 


F.C 
Sec 
on 


was 
whe 
No} 
Pro 
Rai 
by | 
No 
Pro 
eve 
able 
pur 
trol 
rail 
arra 


The 
rail 
incl 
The F 


The E 
The § 


S 
way 
terr 


Nort’ 
Int 
In 


Soutl 
In| 


In| 
Int 


int 
(ine 
nea 

way 
Afr 
Lim 
of t 
mal 
Lim 
agre 


Ltd. 


tive 
fina 
way 
the 
bacl 
in 1 
of 

obt: 
men 
ber] 
quir 
sect 


gar 
.m. 

on 
igo 
ligo 
1eW 
the 


oon 
lent 
will 


yera- 

re- 
llace 
seing 
auge 
eClal 
tion. 
* 110 
; the 
yn-le- 
ed in 
Jugo- 
zines, 
In 
» be 
ulcan 
same 








XUM 


June 21, 1946 


THE RAILWAY GAZETTE 


Future of the Rhodesia Railways 


Sir Harold Howitt’s report on the proposal for State ownership 


AS was briefly recorded in our May 3 

issue, Sir Harold Howitt, G.B.E., 
F.C.A., has presented a report* to the 
Secretary of State for Dominions Affairs 
on the future of the Rhodesia Railways 
Limited. Sir Harold Howitt in June, 1945, 
was appointed a Commissioner, to advise 
whether it would be in the interests of 
Northern Rhodesia and the Bechuanaland 
Protectorate, for the equity in Rhodesia 
Railways Limited to be acquired jointly 
by the Governments of Southern Rhodesia, 
Northern Rhodesia, and the Bechuanaland 
Protectorate; what arrangements, in. the 
event of the purchase, it would be desir- 
able to make for the financing of the 
purchase and subsequently for the con- 
trol, maintenance, and operation of the 
railways; and whether any alternative 
arrangement to the purchase of the equity 
by the three Governments was suggested. 
The railways comprising the Rhodesian 
railway system, and the route mileages, 
including branch lines, are:— 
The Rhodesia Railways Limited 


The Beira Railway Co. Ltd. 


2,445} miles 
: Y Lee 
The Shabani Railway Co. Ltd. 


623 
27014 
Sections belonging to the Rhodesia Rail- 


ways Limited run through the following 
territories: — 


Miles 
North of Bulawayo : 
In Northern Rhodesia 6424 
In Southern Rhodesia 1,2142 
1,8574 


South of Bulawayo : 
In Southern Rhodesia os ; 78 
In Bechuanaland Protectorate 3984 
In the Union of South Africa 112 
588} 


2,4453 


The 5884 miles section, from Vryburg 
in the Union of South Africa to Bulawayo 
(including a short branch to the Matopos 
near Bulawayo) is operated by the Rail- 
way Administration of the Union of South 
Africa on behalf of Rhodesia Railways 
Limited. With that exception, the whole 
of the 2,7114 miles rail system is under the 
management of the Rhodesia Railways 
Limited, which has entered into working 
agreements with the Beira Railway Co. 
Ltd., and the Shabani Railway Co. Ltd. 


Historical Background 

Sir Harold Howitt’s report is an exhaus- 
tive document covering the historical, 
financial, political and economic, and rail- 
way legislation and control aspects of 
the problem. In giving the historical 
background of the railways, he recalls that 
in 1889 Mr. Cecil Rhodes, acting on behalf 
of the British South Africa Company, 
obtained the right from the Cape Govern- 
ment to construct a railway from Kim- 
berley to Vryburg. The Government ac- 
quired the line on completion, and _ this 
section never formed part of the Rhodesia 
Railways. Subsequently, the Bechuanaland 
Railway Company (whose name was 
changed in 1899 to Rhodesia Railways 
Limited) and the Mashonaland Railway 
Company (whose assets were acquired in 
1937 by Rhodesia Railways Limited) were 
formed under the egis of the British South 
Africa Company, to construct the sections 
of main line north from Vryburg, with 
access to the Belgian Congo in the north 








*“ The Rhodesia Railways Limited. Report by Sir 
Harold Howitt, G.B.E., F.C.A., on State Ownership.” 
Dominions No. 3. H.M. Stationery Office. Price 1s. 


and, through the Beira Railway Company, 
to the Port of Beira in the east. An asso- 
ciated company, the Shabani Railway Co. 
Ltd., was promoted in 1926 to construct a 
branch line in Southern Rhodesia, from 
Somabula to Shabani. 

The original share capital of Rhodesia 
Railways Limited was £8,000, which was 
increased in 1937 to £500,000, the whole 
of which is owned by the Rhodesia Rail- 
ways Trust Limited, an investment com- 
pany with an issued share capital of 
£2,005,767, of which £1,646,086 or 82 per 
cent. is held by the British South Africa 
Company. This trust company also owns 
the entire £50,000 share capital of the 
Shabani Railway Co. Ltd. Rhodesia Rail- 
ways Limited also has £20,573,053 of 44 
per cent. debenture stock issued in 1937 
and redeemable by sinking fund, or at the 
option of the company on or after Octo- 
ber 1, 1947. 


Accountancy 

From an accounting point of view, if the 
Governments acquired the equity of the 
railway company, financial savings in the 
economy of the railway system apart from 
changes either way in net operational re- 
sults, might be derived from four main 
sources, namely:— 


(a) Dividend. i : 
(b) Debenture interest, if conversion 
effected. 


(c) Taxation. 

(d) London office expenses. 

If the acquisition costs were somewhere 
between £2.500,000 and £4,000,000, and 
this money were to be raised by the 
Governments of the territories, it would 
appear reasonable to assume an interest 
rate of not more than 34 per cent. or an 
annual interest cost of between £81,250 
and £130,000. The annual dividends paid 
by Rhodesia Railways Limited have aver- 
aged: 


1926-1939 £89,457 
1939-1944 £125,000 
1926-1944 £98,811 
In terms of the 1935 Railways Act, the 
company, in certain circumstances, may 


receive a dividend of £150,000 plus 10 
per cent. of any excess of realised income 
over standard revenue. The foregoing are 
the gross dividend figures, before deduc- 
tion of tax, and it would appear that 
elimination of the dividend, when offset 
by interest on cost of purchase of the 
equity, might not effect any material sav- 
ing. If a debenture interest conversion 
scheme were effected with Government 
support, at an interest rate of, say, 34 
per cent., the saving in annual debenture 
interest would be of the order of £200,000, 
reducing as the debentures were redeemed. 

The total of income tax, Cape Provincial 
company tax, and special war tax pay- 
able by Rhodesia Railways Limited and 
its associated companies, in the financial 
year ended September 30, 1943, was 
£1,066,444, and United Kingdom income 
tax payable during the same year was 
£881,416. If the equity of the company 
was acquired and a controlling body set 
up in Africa, there would be no liability 
to British taxes other than to account for 
tax deducted from interest paid in the 
United Kingdom. As regards the budget- 
ary implications in each territory, it is 
generally accepted that where revenue- 
earning operations are carried on by 
Governments, they should not be designed 
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to earn profits, nor be used as a tax- 
collecting machine, although they may be 
expected to meet the annual service of 
their own capital commitments. Sir Harold 
Howitt points out that this principle has 
been recognised in Southern Rhodesia by 
the specific exclusion from tax liabilities 
of the activities of various Statutory Com- 
missions, and the application of this prin- 
ciple to the railway system would have 
repercussions on the finances of each terri- 
tory in a more or less serious degree, and 
some alternative arrangement might have 
to be considered. Apart from annual te- 
venue, the equally important matter of 
capital cost would arise. In his view, the 
purchase by the Governments of the equity 
shares would constitute a moral obliga- 
tion to safeguard the outstanding deben- 
tures of some £20,000,000. Therefore, the 
purchase of the equity should be followed 
by a conversion scheme, whereby the de- 
benture interest rate might be reduced 
from 4} per cent. to 34 per cent. or less. 
The obligation on the Governments, either 
to subscribe cash or to support guaran- 
teed issues, might amount in total to as 
much as £24,000,000. 

It the Governments acquired the equity, 
it would be necessary to decide by what 
method the control, maintenance and 
operation of the railway should be carried 
on. It would not appear to be practicable 
to operate the railway system as a De- 
partment of State, as in the case of the 
South African railways. This difficulty 
could be met by the formation of a public 
utility corporation, resident probably in 
Southern Rhodesia, comparable to the 
Statutory Commissions of that territory. 


Matters of Policy 

The council of such a public utility body 
would be concerned primarily in matters 
of policy, such as:— 

(a) Material alterations in the tariff of 
rates, fares, and charges. 

(b) Matters requiring legislative action. 

(c) Major capital expenditure including 
projected development schemes. 

(d) Major alterations in scales and 
salaries, wages or hours of employment, 
or other matters affecting labour condi- 
tions. 

(e) Agreements or discussions with neigh- 
bouring Governments. 

(f) The balancing of annual revenue and 
expenditure. 

(g) Questions of general policy in con- 
nection with the administration, control, 
working, or management of the services. 

The executive management and day-to- 
day control of the maintenance and opera- 
tion of the railways would be vested in 
a General Manager and thus removed 
from the political control of any of the 
three Administrations; this General Man- 
ager should not be a member of the 
Council, but might be present at all meet- 
ings and take part in the discussions, 
though not entitled to vote. 

The report makes certain points against 
State ownership. These include the un- 
certainty as to the future earning capacity 
of the railway system, particularly in view 
of the effect of the conclusion of the war 
on future copper output and on Southern 
Rhodesia’s trading in tobacco and chrome, 
and the diminution of general traffic re- 
sulting from the reduction of the Empire 
Air Training Scheme. Other points made 
in this connection are the possibility of 
alternative routes being adopted for ex- 
port of Rhodesian copper at the con- 
clusion in 1956 of the present agreements, 
and the fact that through traffic from the 
Belgian Congo, which was considerable 
during wartime, may diminish. The in- 
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evitability of increased competition by 
road and air transport is also stressed. 
The difficulty of joint control by three 
different administrations, with possible 
conflicting territorial interests and political 
views, is dealt with in the report. Sir 
Harold Howitt states that, although he 
found the balance of public opinion in 
Southern Africa in favour of acquisition, 
it was repeatedly said to him by repre- 
sentatives of all shades of opinion, that the 
management and control of the railway 
company’s operations had been and was 
being efficiently conducted, and he urges 
that consideration should be given as to 


whether there is available in the terri- 
tories personnel, governmental or. other- 
wise, competent to replace the present 


highly efficient management. 

Therefore, Sir Harold Howitt concludes 
that, although he feels the Government 
ownership of these railways is bound to 
come, he does so not on grounds of the 
general trend of political thought in this 
country, nor because of any improvements 
in efficiency of operation which are likely 
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seems inevitable that the form of owner- 
ship of the Rhodesian railway system 
eventually should conform to that of the 
other railway systems of the African Con- 
tinent, which are predominantly State- 
owned. At the same time, he feels that 
the time for State ownership is not yet, 
and he suggests that the question of the 
advisability of Government acquisition 
should be deferred for at least five years, 
and that during that period the parties 
concerned should confer on the following 
items:— 

(a) Whether so large a capital commit- 
ment on behalf of Northern Rhodesia 
and the Bechuanaland Protectorate—and 
indirectly on behalf of Southern Rhodesia 

-is desirable before more pressing post- 
war problems at home and elsewhere are 
settled. 

(b) Whether at the moment it is worth 
while, from the point of view of possible 
annual economies, to take over from the 
debenture holders at par the risks of 
ownership which they are carrying in re- 
spect of the major portion of the capital 
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cent.—a rate which may be capable of 
reduction in 1947, 

(c) Whether from the point of view of 
agreeing a value for the equity holding, 
it is well to wait till the trend of peace 
conditions is more certain, rather than to 


start negotiations at the close of a period’ 


inflated by the war—and in particular, 
whether it would not be well to know 
with more certainty the future prospects 
of the copper mines and whether the cop- 
per agreements, which expire in 1956, are 
likely to be renewed on similar terms. 

(d) Whether a satisfactory scheme can be 
evolved under the joint ownership of the 
three territories for settlement of railway 
problems, both of policy and of manage- 
ment, as they arise. 

(e) Whether the termination of the war 
may bring a little nearer the solution of 
native labour problems on a basis com- 
patible with part ownership of the railways 
by His Majesty’s Government. 

(f) Whether it is possible as between the 
Governments concerned to arrive at some 
clearer understanding concerning the op- 
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Palapye section rather than have to make 
some hypothetical deduction from the 
value of the equity to allow for the possi- 
bility of this section being taken from 
the purchasers on the basis of original 
cost. 

(g) Whether more definite terms can be 
agreed with the Portuguese as to the use 
and ownership of the Beira Railway and 
Port, having in mind also the interests of 
Nyasaland. 

In the meantime, he would like to see 


THE RAILWAY GAZETTE 


senting to the railway company the views 
and requirements of the territories on 
vital issues, particularly those which con- 
cern developments. This authority, while 
the present company exists, could not be 
more than advisory, as to give it executive 
powers would lead to insuperable conflict 
between the policy as laid down by the 
Government, and management, as ad- 
ministered by the directors. He also 
makes suggestions for improving the func- 
tions of the Railway Commission, as at 
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jointly by the three Governments, but 
should not be considered as representatives 
of particular Governments. The members 
should be persons having knowledge or 
experience of the matters with which 
that body has to deal, and the Commission 
or any person selected by it should have 
the right to examine not only the books 
and records, but the railway undertaking 
itself. 

The following table incorporates a num- 
ber of operating and financial statistics 


























some form of transport authority set up, present constituted. He subscribes to the relating to Rhodesia Railways Limited 
charged with the responsibility of repre- view that all members should be appointed contained in the report:— 
1944 | 1943, | = 1942 1941 1940 1939 1938 1937, | 1936 | 1935 
! $$ _——$$——$ —_ 
é | £ | £ £ £ £ £ £ £ 
Passengers 928,525 | 842,945 | 723,447 | 563,936 | 429,146 | 406,000; 403,165 | 383,629 | 342,579 | 326,615 
Parcels and excess luggage 68,478 | 65,084 59,170 | 57,076 53,570 | 54,493 | 55,119 | 53,886 | 48,250 51,943 
Totalpassengers, parcelsandluggage | 997,003 | 908,029 | 782,617| 621,012| 482,716 | 460,493 | 458,284, 437,515 | 390,829 | 378,558 
General merchandise "36 92 2,545, =] 2,600,714 | 2,634,828 | 2,154,911 | 2,024,520 | 2,291,976 | 2,072,769 | 1,678,389 | 1,779,485 
Coal and coke traffic ... 987,700 | ‘947.676 | 787.230 696,359 | 692,661 | 641,096 | (738,275 | 705,675 | 466,333 | 531,453 
Other mineral traffic... 1,412,225 | 1,521,233 | 1,534,139 | 1,516,386 | 1,419,979 | 1,134,873 | 1,309,685 1,286,798 | 891,195 | 909,934 
Sundries 360,093 | 351.516 | (331.334 | (290,738 | 249,905| 245,148 | 263,524 | 233,487 | 220,869 204,689 
Total .. "6,593,513 | 6,273,697 | 6,036,034 | 5,759,323 | 5,000,172 | 4,506,130 | 5,061,744 | 4,736,244 | 3,647,615 | 3,804,119 
Deduct: Terminal charge paid to ’ Beira | | 
Works on ee’ traffic, and <a | | | 
adjustments... .. meee 32,859 | 31,905 33, 354 | 30,944 | 30,281 | 25,158; 32,199} 33,421 | 46,794 | 41,995 
Total operating revenue 6 560,65 654 Al 6241, 792 | 6,002.6 680 | 5,728,379 | 4,969,891 | 4,480,972 | 5,029,545 | 4,702,823 E. 600,821 | 3,762,124 
Number of passengers carried : | | a | 
First, second and third class 515,970 | 470,525 379,314 263,302) 203,745 | 220,208} 261,176 | 245,177) 237,691 223,052 
Native class ... nee, 1,814,952 | 1,459,888 | 1,202,984 990,658 | 808,674 | 718,684 | 596,635 __ 539,114 | 460,090 | 441,998 
Total passengers 2,330,922 | 1,930,413 | 1,582,298 | 1,253,960 | 1,012,419 938, 892 | 857,811 | 784, 291 | 697,781 | 665,050 
Livestock—Number of head carried : aeaeemn ables) C1 bye | | era a ait } ; | in 
Cattle zs --!\ 999121} 301,703 |£ 26.035 163,897 | 177,756 | 150,767 162,864 172,351 158,477 | 113,628 
Sheep, goats, pigs, horses, “mules, ‘eta ... Sf , ’ \ 87,624 | 84,092 | 74,804 | 63,687 | 56,948 | 53,625 62,755 | 72,480 
Total livestock... 299, 99,121 | 301 11,703 | 303,65 659 | 247, 989 | 252, 560 214,454 | 232,812 | 225, 976 221,232 | 186,108 
Tonnage of goods hauled : i : ahaa 7 i 
General goods 1,689,345 | 1,565,786 | 1,560,444 | 1,429,344 | 1,193,445 | 1,198,718 | 1,311,389 | 1,239,603 | 1,097,231 972,761 
Coal and coke 1:705.807 | 1,614,393 | 1,377,146 | 1,229,354 | 1,157,666 | 1,018,252 | 950,359 907,515 | 638,861 662,827 
Chrome ore 307,230 | 332,241 375,234 | 366,061 244,590 121,774 | 256,039 | 280,127 | 179,545 117,894 
Copper for export. 326,847 | 351,036 | 351,345 343,897 | 361,699 | 287,170 | 287,028 | 288,325 | 194,192} 225,436 
Asbestos 57,142 59,087 59,153 49,604 | 57,814 56,197 | 56,220 61,002 | 56,034 44,679 
Lead, zinc, etc. 516| 14,440 | 15,364) 16,285 | 15,161 | 15,553 | 9,990 21,838 24,793 | _ 24,334 
Other minerals 410, 487 | 397,861 | 380,590 | 375,944 | 302,400 | 222,284 | 222,772 | 230,517 | 218,351 | 210,187 
Total tonnage ... 4,513,374 | 374 | 4,334,844 | 4,119,276 | 3,810,489 | 3,332,775 | 2,919,948 | 3,093,797 | 3,028,927 | 2, 409, 007 | | 2,258,118 


i; 














NOTE. 


BRITISH OxYGEN Co. Ltp.—The Chair- 
man of the British Oxygen Co. Ltd., Mr. 
S. J. L. Hardie, said at the recent annual 
general meeting of the company that since 
the beginning of the year industrial pro- 
duction had mounted steadily, and they 
looked forward to expansion in their busi- 
ness. In their overseas associated com- 
panies they had decided to develop three 
new areas, but it was too early vet to 
forecast the nature or location of these 
developments. The company had in hand 
a large programme for expansion of re- 
search in the low-temperature field and 
the heavy chemicals allied to their indus- 
try. One of their works had been set 
aside for this purpose. 


NEW UPHOLSTERY FOR LONDON TRANS- 
PORT Cars.— A new patterned ——. 
specially designed by Miss Enid Marx—a 
specialist in textile design and a member 
of the National Register of Industrial De- 
signers—is to be used for the upholstering 
of seats in Underground cars. The pre- 
dominant colour is green, and the material 
has been chosen for its hard- -wearing quali- 
ties. About 20 cars upholstered in the new 
fabric have just gone into service—10 on 
the Piccadilly Line, 8 on the District, and 
one each on the Northern and Bakerloo 
Lines. When complete renewal of car seat- 
ing material becomes necessary, the new 
fabric will be used. As an experiment, 





one Piccadilly Line car has also been 
equipped with red leather armrests in place 
of the usual green leather. It is considered 
that red leather enhances and brightens up 
the interior of the car. 

LICENSING OF BUS SERVICES AND GOODS 
VEHICLES.—The Ministry of Transport 
announces that the Area Traffic Commis- 


sioners and the Traffic Area Licensing 
Authorities appointed under the Road 
Traffic Act, 1930, and the Road & Rail 
Traffic Act, 1933, will be resuming shortly 


the licensing systems for road passenger 
services and for goods vehicles under those 
Acts. During the war they have, as Re- 
gional Transport Commissioners, been 
dealing with those matters by the issue of 
permits under the Defence Regulations. 
The change-over to the pre-war licensing 
system will be a gradual process and will 
apply first to new applications and those 
involving major variations. The two 
systems will be in operation concurrently 
for some time, and the Regional Trans- 
port Commissioners will continue to deal 
with permits and with the rationing of fuel 
for commercial vehicles; but for those 
purposes they will act in respect of the 
Traffic Areas instead of the Civil Defence 
Regions. Operators, however, should 
address their applications for fuel rations 
as at present until they receive further in- 
structions. Fees will be charged for 


~iee Sour for 1935 and 1936 incorporate the statistics of the Mashonaland Railway Company, absorbed by the Rhodesia Railways Limited in 1937 


licences (on the pre-war scale), but not for 
permits. The scope and duration of road 
service licences and backings and of 
carriers’ licences will be subject, the Minis- 
try states, to such overriding nationalisa- 
tion of road transport. 


SUPERHEATER Co. LTD. LONDON OFFICE. 
—The Superheater Co. Ltd. has closed its 
temporary wartime offices at Altrincham, 
Cheshire, and has returned to London. 
From now on its permanent address is 53, 
Haymarket, London, S.W.1, and all corre- 
spondence should be addressed there. 


“GOLDEN ARROW” CREWS EXCHANGE 
Visits.—An interchange of greetings be- 
tween the train crew of the Southern 
Railway “Golden Arrow” and_ the 
crew of the “Fléche d’Or” took place 
at Calais and Dever on June 17 
and 20. On June 17, Driver Peck, Fireman 
Druiett and Guard Tow of the ‘“ Golder. 
Arrow” crossed the Channel in the ss. 
Canterbury and met their French colleagues 
of the “Fléche d’Or” at Calais. They 
inspected the engine and train before it left 
for Paris, returning to Dover by the same 
ship later in the day. On June 20, the visit 
was returned when Driver Eugéne Paquet, 
Fireman Emile Drollet, and Guard Craf 
of the ‘Fléche d’Or” crossed to Dover, 
where they inspected the “‘ Golden Arrow ” 
and then saw something of the town. 
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Service Tests of Electric Locomotives—4* 


Starting diagrams made with the Italian State Railways dynamometer car 


HE starting diagrams reproduced oppo- 
site were made on a trial of the 
Italian State Railways car in a regular ex- 
press between Pianoro and Florence on 
October 27, 1936. Details of the loco- 
motive and the composition and weight of 
the train were given in Part 3 of this article. 
The start at Pianoro is just the change 
from level track to a 1 in 100 gradient; 
in the Mt. Adone Tunnel the start was 
almost on the level (slight down grade of 
1 in 500); and from ‘Rioveggio-Grizzana 
Station the start is on a heavy gradient of 
1 in 200 to 1 in 83. All the diagrams 
are plotted as a function of the time in 
seconds. 

These starting diagrams, the charac- 
teristic appearance of which will be 
familiar to electric locomotive engineers, 
clearly show the step-by-step changes when 
making the successive connections of the 
2 xX 4 main motors (series, series-parallel, 
parallel) and the gradual cutting out of 
the starting resistances in circuit with the 
motor groups. 

The instantaneous values given by the 
Starting diagrams will be of interest prin- 
cipally to locomotive designers. The 
attention of railway engineers, however, 
will be directed more especially to the con- 
sumption of electric power and the average 
overall efficiency of the locomotive, taken 
over a given length of track. 

Below are given, together with details 
of the calculation, the energy consumption 
and average efficiencies for the two charac- 
teristic pieces of route, one with a slight, 
the other with a more pronounced gradient, 
on which the starting diagrams were taken. 

From Pianoro to the beginning of the 
brake application before stopping in the 


Mt. Adone Tunnel, a distance of 2.9 km. 
(1.8 miles):— 
Mechanical energy developed by the 


locomotive: 


(a) Work done at the drawbar of the 
dynamometer car (zigzags and fractions 
thereof of the Amsler drawbar-work in- 

tegrator) = 18,630,000 kgm. 

(b) Work done in “overcoming the 
inertia of the locomotive (neglecting rotat- 
ing masses) positive zigzags and fractions 
thereof of the Amsler ergometer 

+ 38,226 kgm./tonnes. 
do. negative = _ ~ 
+ 38,226 kgm. / tonne 
< 130 tonnes (locomotive) 
- 4,969,380 kgm. 

(c) Work done in overcoming the resis- 

tance to movement of the locomotive — 
1,663,795 kgm. 

Total: Effective mechanical work at 
driving wheel treads 25,263,175 kgm. 
_Electric energy supplied to the locomo- 
tive: 

(d) Supply to the traction motors (dif- 
ference of readings of the kWh.-meters of 
motors) = 83.753 kWh. 

(e) fupely to the auxiliary machinery 
(difference of readings of the kWh.-meter 
of auxiliaries) = 0.825 kWh. 


Total: Electric ry supplied 
84.578 kWh. 
The above vet into kgm.t (= 
84.578 kWh. x 367,200 kgm./kWh.) - 
31 ,057,042 kgm. 


* Part 1 appeared in our March 1 issue, Part 2 in 
our March 29 issue, and Part 3 in our April 26 issue 

tl kWh = 1.36 H.P. x & ponleecl EP. x 
3,600 sec/h x 1h = 367,200 k 


Average overall efficiency of the loco- 
motive over the distance run:— 
25,263,175 kgm. 
7 31,057,042 kgm. 
Starting from rest in the Mt. Adone 
Tunnel to the beginning of the brake 
application approaching Rioveggio Station, 


0.81344 


a distance of 13.3 km. (8.26 miles), the 
corresponding figures obtained were:— 

(a) 58,932,000 kgm. 

(b) 15,661,035 kgm. 

(c) 10,537,950 kgm. 

Total: Effective mechanical work at 
treads; (a) (b) + (c) = 85,130,958 kgm. 


(d) 258.614 kWh. 
(e) 2.400 kWh. 


Total: Electric energy supplied 
(d) + (e) = 261.014 kWh. 
The above converted into kgm. = 


95,844,341 kgm. 

Average overall efficiency of the locomo- 
tive over the distance run:— 

_ 85,130,985 kgm. _ 

1 95,844,341 kgm. 


There is clearly an increase in the aver- 
age efficiency for the heavily-graded sec- 
tion and start with full load from rest in 
the Mt. Adone Tunnel to Rioveggio, com- 
pared with that for the nearly level sec- 
tion from Pianoro to stopping in the 
tunnel, when the locomotive was working 
at reduced load. 


0.88224 


New Power Supply for 
L.M.S.R. Liverpool Lines 


WORK will begin shortly on 

struction at Hall Road, 
of a new control room rs the power 
supply to the 37 miles of L.M.S.R. elec- 
trified lines in the Liverpool, ieutpen and 
Ormskirk district. By operation of the 
appropriate buttons on the control desk, 
the operator in the control room will te 
able to open or close at will any one of 
more than 130 switches. The exact posi- 
tion of all switches will be shown before 
him by means of an electrically-lit dia- 
gram, and a special warning will be given 
automatically should any switch open or 
close, other than at the instance of the 
operator. 

The new Hall Road control room forms 
part of an important scheme for re-organi- 
sing the supply of power throughout the 
L.M.S.R. electrified lines from Liverpool 
Exchange, which when completed will, in 
conjunction with the recent introduction 
of new rolling stock, place the Liverpool 
and Southport electrified lines in the fore- 
front of electric traction systems. All 
current required for working the trains 
was formerly generated at the L.M.S.R. 
power station at Formby, at 7,500 volts 
25 cycles a.c. This supply, however, is 
now non-standard with the rest of the 
country. The end of the war found the 
Formby plant nearing the end if its use- 
ful life, and since for technical reasons 
it is not feasible to continue generating 
power at Formby, arrangements have been 

made to take power in bulk from the 


the con- 
Liverpool, 


t Both these. figures are somewhat too high, owing 
to a slight under-reading in the indication of the 
wattmeter and of the kWh-meters not perfectly 
adjusted at the time of the reception trials 
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Liverpool Corporation at Bank Hall at 
33,000 volts, 50 cycles. 

At Bank Hall the supply will be trans- 
formed to 11,000 volts and distributed to 
14 sub-stations now being built along the 
lineside, where it will finally be trans- 
formed to 600 volts and rectified for work- 
ing the trains. 

‘*Pre-Fab ” Sub-Stations 

The sub-stations employ the latest type 
of mercury arc rectifiers and require jo 
staff to operate them, being controlled 
from the Hall Road Control Room. They 
are fed with current through 51 miles of 
cable, of which 35 miles are new. The 
substations are located at Liverpool Fx- 
change, Bank Hall, Aintree, Maghull, 
Aughton Park, Seaforth, Waterloo, Hall 
Road, Hightown, Barkfield, Marshalls 
Siding, Hillside, and Southport. The Bank 
Hall station is virtually two substations in 
one, separate units being provided for 
the Southport and Ormskirk lines. In the 
majority of cases, the substations are being 
built with “ pre-fab” concrete construc- 
tion units, enabling them to be erected 
very quickly. 


Paris Metro Developments 


LANS for connecting the Paris Metro- 
politan lines with the suburban ser- 
vices of the French National Railways 
(S.N.C.F.) are now under consideration 
by the engineers of the Metro system. 
This scheme’ it is believed, would favour 
migration of the population from = con- 
gested areas in the City of Paris to the 
outer suburbs, where there is ample space 
for housing development. 

In co-operation with the S.N.C.F.. sub- 
urban electric trains would be run to and 
from the area served by the Metro with- 
out break of journey by means of deep- 
level tunnels below the existing Metro 
lines. The plans provide for two deep- 
level tunnels, one west-east and the other 
north-south. The tunnels would cross at 
the Chatelet, in the centre of the city. 
The west-east tunnel would run from the 
St. Lazare Station, terminus of the Wes- 
tern lines, under the Metro stations at the 


Opera, Palais Royal, Chatelet, and 
Bastille (terminus of the Vincennes line) 
to the Gare de Lyon, terminus of the 


South-Eastern lines. 

The north-south tunnel would run from 
a station communicating with the Gare 
du Nord and the Gare de l'Est, and pass 
under the Metro Sebastopol and Chatelet 
stations to the Luxembourg terminus of 
the Metro suburban extension to Sccaux. 
Beyond the Chatelet and the Seine, 
the tunnel would have three branches, 
one to the Austerlitz terminus of 
the South-Western lines, the second to 
the Luxembourg terminus, as already men- 
tioned, and the third to the Montparnasse 
terminus of the Western lines from the 
direction of Brittany. At certain stations 
en route the tunnels would connect with 
the ordinary Metro stations. 

By this arrangement of deep-level tun- 
nels, passengers from any suburban area 
would be able to travel direct into any 
other without break of journey at the 
termini. It would greatly relieve traffic at 
the main-line stations, leaving them to deal 
mainly with long-distance traffic. Although 
no decision has yet been taken concerning 
the deep-level tunnels, it is intended to 
make a beginning with the section con- 
necting the Luxembourg terminus with the 
Chatelet. 
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A New Brake Testing Machine 


A machine which can be used for recording deceleration, torque, and friction 
surface temperature in one operation 


S the precise function of a brake is 
to stop a vehicle, it is hardly sur- 
prising that for a long time brake testing 
was concentrated mainly on determining 
maximum deceleration. When the only 
test apparatus available was a_ deceler- 
ometer, it was, indeed, possible only to 
determine maximum decelerative capacity, 
which is a poor criterion for comparing the 
brake performance of different vehicles. 
Problems associated with brake effort, 
torque, and brake friction surface tempera- 
ture with the brakes in use, also called for 
investigation. 


Research on Brake Testing 


Instruments for determining tempera- 
tures and performance in connection with 
brake testing have been the subject of 
research for a number of years by British 
Belting & Asbestos Limited, Cleckheaton, 
resulting before the recent war in the in- 
troduction of “ Mintex-Halo ” brake test- 





bi mere aa 


Right—The recording panel, which includes two electric time 
clocks, gives a permanent record of the speed change and torque 
obtained during the stop 


ing apparatus for road vehicles, comprising 


decelerometer, pressometer, and _pyro- 
meter; and during the war itself the 
company concentrated on_ investigating 


brake performance in tanks and aircraft. 

As a result of this further experience, 
the firm has developed the Inertia Machine 
Mk. V, which forms the subject of this 
article, and which has special interest for 
railway engineers, first, because it is cap- 
able of dealing with any of the shoe or 
disc brakes used on railcars, and, secondly, 
because it is intended as soon as circum- 
stances permit, to deal in a similar manner 
with brake blocks for actual wheel rim 
braking. 

The firm has already carried out a great 
deal of work on train braking, and before 
the war “ Mintex ” materials were used on 
all Bugatti railcars running in France. 

The machine consists of a 140 h.p. d.c. 
electric traction motor coupled directly by 


Above—The control panel of the Inertia Machine Mk. V 
which enables the speed of operation during tests to be pre-set 
within close limits 


half-shafts to two hubs carried on ball 
bearings mounted on tubular stub axles 
in the horns of the main bed saddle. The 
flywheels consist of thin discs, and are 
locked into position on the hubs, on the 
outer ends of which are mounted the 
brake drums. 

The design, generally, resembles a fully 
floating back axle, the motor taking the 
place of the differential gear, and the 
flywheels replacing the road wheels. 

The brake units are mounted on a shaft 
coupled to a torque recording gear carried 
in headstocks, which may be retracted 
axially to remove the brake units from 
their drums. 

The machine is a double-ended one, 
to allow of two brakes, with their atten- 
dant actuation gear, being tested simul- 
taneously, alternately, or individually. The 
auxiliary gear consists of a control desk, 
a recording panel, and an a.c./d.c. con- 
vertor with its switch gear. 


bakes 


The machine can swing up to 6 ft. dia. 
Two sets of flywheels are available, 
namely, a 3 ft. dia. flywheel for lighter 
duties or speeds up to 2,200 r.p.m., ‘and 
one of 6 ft. dia. for high K.E. at speeds 
up to 1,000 r.pm. The maximum K.E. 
capacity of the machine is 4,500,000 ft. Ib. 
with 3 ft. dia. flywheels at 2,200 r.p.m. and 
13,000,000 ft. lb. with 6 ft. dia. flywheels 
at 1,000 r.p.m. . 


Torque Recording System 

A large variety of adaptor flanges for 
drums and brake units is available, and 
other sizes can easily be provided. The 
torque recording system is designed to 
operate up to 20,000 Ib. ft. 

The speed of operation can be pre-set 
within close limits, and full current is 
applied to the motor which cuts off auto- 
matically at the desired speed. This is 
shown on an electrically-operated tacho- 
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meter, and small readjustments, or a full 
stop if necessary, can be made by re- 
generative braking. 

The brakes are applied either directly 
by air pressure, or by employing the air 
system to operate hydraulic or direct 
mechanical actuation, and standard West- 
inghouse parts are used. Safety locks pre- 
vent the brakes being applied when the 
power is on, although the brakes can be 
dragged within the power capacity of the 
motor if necessary. 


A Permanent Record 


Temperatures at any desired point on 
the brake unit may be read on a six-point 
Cambridge pyrometer calibrated up to 
800° C. Brake torque is recorded during 
the stop on large gauges, Additionally, 
a permanent record of the speed change 
and torque during the stop is obtained 
at the same time. 

The brake torque shaft is coupled 
through a lever system in each headstock 
to an hydraulic system operating bourdon 
tubes in a triplex recorder on the record- 
ing panel. The system also operates the 
two electric time-clocks which record the 
stopping time. 

The entire machine, further illustrations 


of which appear on page 685, was designed 
by British Belting & Asbestos Limited, and 
was constructed by the English Electric 
Co. Lid. 





LEOPOLDINA RaiLway Co. Ltp.—The 
Leopoldina Railway Co. Ltd. announces 
that pursuant to the provisions of the 
Scheme of Arrangement dated December 
22, 1941, and sanctioned by Order of the 
High Court of Justice dated March 23, 
1942, the committee referred to in the said 
scheme having given a certificate as to the 
company’s available funds, as therein de- 
fined, as on May 1, 1946, the company will 
on July 1, 1946, pay to the holders of 
its 4 per cent. debenture stock on the 
register on May 31, 1946, interest at 4 
per cent. (actual) less income tax, in re- 
spect of the half years ended June 30 and 
December 31, 1945. 
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General view of Inertia Machine Mk. V fitted with 6-ft. dia. flywheels 
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Test chart of three consecutive stops from increasing speeds on a heavy commercial vehicle brake 
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of Brake unit ready for test with 3-ft. dia. Brake unit withdrawn for inspection, showing 
flywheels thermocouple 
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RAILWAY 


PERSONAL 


L.N.E.R. CHIEF MECHANICAL ENGINEER 

The L.N.E.R. has appointed Mr. A. H. 
Peppercorn, Assistant Chief Mechanical 
Engineer, to be Chief Mechanical Engi- 
neer, in succession te Mr. Edward Thomp- 
son, who, as already announced, retires 
on June 30. 





Mr. H. H. Saunders and Brigadier James 
Storar have been elected Direc- 
tors of the Vulcan Foundry 
Limited, and Mr. Saunders has 
been appointed Joint Managing 
Director as from July 1 next. 





Mr. Louis La Gourse Lang, 
of Galt, Ontario, has been ap- 
pointed a Director of the Cana- 
dian Pacific Railway Company, 
filling the vacancy created by the 
death of Mr. S. C. Blacklock. 
Mr. George W. Spinney, a Direc- 
tor of the company since Febru- 
ary, 1944, has been appointed 
a member of the executive com- 
mittee of the board in place of 
the late Mr. Morris W. Wilson. 





Mr. A. H. S. Hinchliffe has 
been appointed a  Deputy- 
Lieutenant of the County of 
Stafford. He is a Director of 
the London & North Eastern 
Railway Company. 





We regret to record the death 
on June 6 of Mr. M. C. Harrison, 
who retired at the end of last 
year from the position of Divi- 
sional Docks Engineer, Barry, 
Great Western Railway, a posi- 
tion he had held since 1931. A 
portrait and biography of Mr. 
Harrison, in connection with his 
retirement, appeared in our Octo- 





ber 19, 1945, issue. 
The Engineering Industries 
Association has appointed as 


Secretary-General Captain C. A. 
Kershaw, late of the Royal 
Navy. 


Elliott| 





Mr. R. E. Smith, District Elec- 
trical Assistant, York, L.N.E.R., 
retires on June 23. 





The late Mr. Oliver R. H. Bury, until 
last December a Director of the London & 
North Eastern Railway Company, for- 
merly a Director of the Great Northern 
Railway Company, and General Manager 
of the latter railway from 1902 to 1912, 
left £105,349. 

INDIAN RAILWAY STAFF CHANGES 

Mr. C. N. Silvester has been appointed 
to officiate as Chief Mechanical Engineer, 
B.A.R., as from March 4. 

Mr. F. E. Musgrave has been appointed 
to officiate as Chief Engineer, B.A.R., as 
from March 15. 

Mr. C. Twynam, Locomotive & Car- 
riage Superintendent, B.B.C.I.R., has been 
granted 23 months’ leave preparatory to 
retirement as from March 9, 

Mr. L. G. Bigg-Wither has been ap- 
pointed to officiate as Locomotive & Car- 
riage Superintendent, B.B.C.I.R., as from 
March 9. 

Mr. E. G. E. Paddon, Chief Electrical 
Engineer, E.I.R., has been granted nine 
months’ leave as from March 8. 


THE RAILWAY GAZETTE 


Mr. Edward Thompson, O.B.E., 
M.I.Mech.E., M.I.Loco.E., Chief Mechani- 
cal Engineer, London & North Eastern 
Railway, who, as recorded in our June 14 
issue, is retiring on June 30 next, was 
educated at Marlborough and at Pem- 
broke College, Cambridge. He took the 
Mechanical Science Tripos in 1902, and 
subsequently served with Beyer, Peacock & 
Co. Ltd., and with the Midland Railway 
at Derby under the late Sir Cecil Paget, 





Mr. Edward Thompson 


Chief Mechanical Engineer, L.N.E.R., 
1941-46 


then Works Manager. In 1905 he left the 
Midland Railway to join the staff of the 
Royal Arsenal at Woolwich, and in the 
next year was appointed to a position in 
the Running Department of the North 
Eastern Railway. He became Assistant 
Divisional Locomotive Superintendent at 

Gateshead in 1909. Three years later Mr. 
Thompson was appointed Carriage & 
Wagon Superintendent of the Great 
Northern Railway, and in March, 1916, 
returned to the Royal Arsenal at Wool- 
wich on war service. In December of the 
same year he proceeded to France, where 
he was attached to the headquarters staff 
of the Director-General of Transportation; 
he attained the rank of Lt.-Colonel, R.E., 
was mentioned twice in despatches, and 
was made an O.B.E. (Military Division). 
On his demobilisation in March, 1919, he 
resumed his work with the G.N.R., until 
his return to the N.E.R. in October, 1920, 
when he was appointed Carriage & Wagon 
Works Manager at York. With the for- 
mation of the L.N.E.R. in 1923 he was 
given a similar post for the whole of the 
North Eastern Area, with offices at Dar- 
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lington, and control of the works at York, 
Shildon and other points. His next ap- 
pointment, in 1927, was that of Assistant 
Mechanical Engineer, Stratford, where he 
became Mechanical Engineer in 1930. He 
returned to the North Eastern Area as 
Mechanical Engineer of that area in 1934. 
Five years later Mr. Thompson became 
Mechanical Engineer, Southern Area 
(Western Section); and in 1941, on the 
death of Sir Nigel Gresley, he was appointed 
Chief Mechanical Engineer of the 
L.N.E.R., the post from which he is 
now shortly to retire. Recently at 
Marylebone Station, the Chair- 
man and directors of the com- 
pany honoured him by naming 
class “ A2” Pacific No. 500, the 
latest engine of the L.N.E.R. 
and the 2,000th to be built at 
Doncaster, Edward Thompson. 





Mr. Arthur G. Griffiths has 
been appointed Librarian of the 
Institute of Transport. 





Mr. A. M. Wellington, General 
Manager of the San Paulo (Brazi- 
lian) Railway, has been ap- 
pointed by the Council of the 
Institute of Transport to be 
Honorary Corresponding Mem- 
ber of the Institute for Brazil. 


Lord Chesham has _ been 
elected President of the National 
Road Transport Federation, in 
succession to Lord Perry, who 
has resigned. 

We regret to record the death 
on June 11, at the age of 72, 
of Mr. John Maughfling, C.A., 
a Joint Managing Director of 
John I. Thornycroft & Co. Ltd. 





Mr. Mark R. Preston has re- 
tired as Deputy General Manager 
of the Mersey Docks & Harbour 
Board. He is succeeded by Mr. 
F. H. Cave, Assistant General 


1& Fry Manager. 





Mr. Charles Carslake, 

M.I.R.S.E., F.P.W.1., who is re- 

tiring from the position of Signal 

& Telegraph Engineer (North 

Eastern Area), L.N.E.R., began his sig- 
nalling career over 40 years ago with the 
British Power Railway Signal Co. Ltd. 
At that time the firm, having completed 
the first installation in this country of 
track-circuit-controlled automatic signals 
between Andover and Grateley, on the 
L.S.W.R., and the power operation of 
points and signals at the latter place, was 
engaged on similar works at Salisbury, 
between Woking and Basingstoke and at 
Staines on the same system. Mr. Carslake 
was in charge of the electrical side of that 
work and afterwards went on to the large 
installation put down by the same firm 
between Manchester and Newton, at Man- 
chester (London Road), and between Man- 
chester and Godley, on the Great Central 
Railway. In 1906 he was appointed Assis- 
tant Signal Superintendent, Great Central 
Railway, and in 1924 became Outdoor 
Assistant to the Signal Engineer (Southern 
Area), L.N.E.R., with charge of all signal 
maintenance and new works on the Great 
Central section. In 1926 he was appointed 
Assistant Signal Engineer (Southern Area). 
At the time of the re-organisation in 
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Mr. Charles Carslake 


Signal & Telegraph Engincer (North Eastern 
Area), L.N.E.R., 1936-46 


April, 1929, Mr. Carslake became Assis- 
tant Signal & Telegraph Engineer 
(Southern Area). He was closely con- 
cerned with many new features in railway 
signalling on the G.C.R. At Quainton 
Road the first long-distance point opera- 
tion on a main line was installed, and 
between Marylebone and Neasden the 
first colour-light signal section of a steam- 
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Mr. N. R. Peach 


Appointed Disirict Locomotive Superintendent, 
Kentish Town, L.M.S.R. 


worked railway was introduced (the latter 
work was carried out by the L.N.E.R., 
but the scheme was evolved in the days 
of the G.C.R.). The Great Central was 
second only to the Lancashire & Yorkshire 
Railway in dividing long block sections by 
intermediate automatic signals, and on 
that subject Mr. Carslake read a paper 
before the Institution of Railway Signal 


Mr. T. J. Lynch 


Appointed Assistant Secretary, 
Railway Clearing House 


Engineers in 1922. He was closely con- 
cerned with the re-signalling at Kings 
Cross and at Fenchurch Street, also with 


the Gidea Park-Shenfield and Bethnal 
Green-Enfield re-signalling schemes. In 
February, 1936, Mr. Carslake was ap- 


pointed Signal & Telegraph Engineer 
(North Eastern Area), L.N.E.R., and since 
that time has carried out the following 


Railways Branch Staff, Allied Commission for Austria (British Element) 
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Standing (left to right): Staff-Sergeant K. Watson; Mr. P. Wood, Indian Government Railways (G.I.P.R.); Lt.-Colonel 

D. M. Howes, R.E., A.Q.M.G. (Mov.) (L.M.S.R.); Major N. G. Cox, R.E. (Buenos Ayres Great Southern Railway); 

Captain M. A. Langsdale, R.E. (L.N.E.R.); Major D. C. Hills, R.E.; Major R. G. Smith, R.E. (Great Western 
Railway); Staff-Sergeant J. Briggs (L.M.S.R.); Mr. H. P. Smith (L.N.E.R.) 


Sitting (left to right) : 


Lt.-Colonel C. C. Eccles, R.E. (Tanganyika Government Railways); Lt.-Colonel H. K. 


Bostock, R.E., Deputy-Controller (Nigerian Railway); Colonel D. McMullen, Controller of Railways (Indian 
Government Railways, N.W.R.); Mr. J. A. Mole, Deputy-Controller (Iraqi State Railways); Lt.-Colonel L. 


Hyde, R.E. (L.N.E.R.) 
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important colour light signalling installa- 
tions:—the additional 4th aspect to the 
existing installation York to Northallerton; 
the relay interlocking at Leeds City 
Station; the route relay interlocking at 
Hull (Paragon); the all-electric lever inter- 
locking at Darlington; the route relay inter- 
locking at Northallerton; and the four 
aspect automatic signalling between Darl- 
ington and Northallerton; and up to the 
time of his retirement has been engaged 
on the very large route relay interlocking 
at York Station (not yet completed). Mr. 
Carslake was President of the Institution 
of Railway Signal Engineers in 1932. 





Mr. _N. R. Peach, A.M.I.Loco.E., Dis- 
trict Locomotive Superintendent, Plais- 
tow, L.M.S.R., who, as recorded in our 
May 17 issue, has been appointed District 
Locomotive Superintendent, Kentish 
Town, was educated at Derby School and 
Derby Technical College. He joined the 
L.M.S.R. as an apprentice in the C.M.E. 


Works, Derby, in September, 1924, and 
became a privilege apprentice in Sep- 
tember, 1925. He served an improver’s 


course in the Motive Power Department 
from 1929 to 1933, when he was ap- 
pointed draughtsman in the Office of the 


Superintendent of Motive Power, Derby. 
Later he was transferred in the same 
capacity to Euston. Mr. Peach 
was appointed Foreman Fitter, Derby 
Running Shed, in 1936; Assistant 
District Locomotive Superintendent, 


Kentish Town, in 1938; and Assistant 
District Locomotive Superintendent, Cam- 
den, in 1943. He was transferred tem- 
porarily to Willesden in July, 1945, in a 
similar capacity, before being appointed 





District Locomotive Superintendent, 
Plaistow, in November, 1945. 
Mr. T. J. Lynch, A.M.Inst.T., Head 


of Secretarial Department, Railway Clear- 
ing House, who, as recorded in our May 
10 issue, has been appointed Assistant 
Secretary, joined the R.C.H. in the Mileage 
Department in 1909. After war service 
with the Honourable Artillery Company, 
he returned to Clearing House duties on 
the Secretary’s staff in 1919, and later 
served for periods with the L.N.W.R. on 
traffic-allocation schemes and with the 
N.E.R. on duties in connection with rail- 
way amalgamations and the preparation of 
Rates Tribunal evidence. On returning to 
the R.C.H. Mr. Lynch was engaged on 
rates revision work, and acted as Secre- 
tary to sub-committees of the Goods 
Managers’ Conference, and later in a 
similar capacity for the International 
Traffic and Statistics Sub-Committees. In 
1934 he was appointed Secretary to the 
Container, Goods Road Transport and 
Goods General Committees, and under- 
took duties connected with the administra- 
tion of the Railway Freight Rebates Fund. 
He became Chief Clerk, General Section, 
in 1939; General Assistant in 1940; and 
Head of Secretarial Department in 1944. 





With the election of a new Government 
and President in Brazil, Engenheiro Renato 
de Azevedo Feio has been appointed 
Superintendent of the Central Railway of 
Brazil, in succession to the temporarily- 
appointed Superintendent, Dr. Ernani 
Bittencourt Cotrim, who took the place of 
Colonel Alencastro Guimaraes when the 
Vargas Government went out .of power in 
November last year. Engenheiro Gontram 
de Souza has been appointed Assistant 
Superintendent, and Senhores Teodorick 
Gaspar de Almeida and Luiz Pinto Magal- 
haes Junior will continue as General Secre- 
tary and Official de Gabinete, respectively. 
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The King’s Birthday Honours List 


Among the honours announced in the 
King’s Birthday list are the following of 
transport and industrial interest:— 

Baron 

The Rt. Hon. Sir Walter McLennan 
Citrine, K.B.E., General Secretary, Trades 
Union Congress. For public services. 

___ Knights Bachelor 
Mr. William Raymond Fitzgerald, lately 


General Manager, Bengal-Nagpur Rail- 
way. 

Mr. Henry Ward Lionel Kearns, 
C.B.E., Director-General of Production 
Services, Ministry of Supply. Chairman 
& Managing Director, H. W. Kearns & 


Co. Ltd. 

Mr. Alexander Lowe McColl, Chairman, 
Lubricating Oil Committee, Petroleum 
Board. Chairman, Superheater Co. Ltd. 

Mr. Everard Charles Lindley Meynell, 
O.B.E., M.C., British resident in Buenos 
Aires. For services to H.M. Treasury. 
Member of local committees in Argentina 
of Buenos Ayres Great Southern Railway 
Co. Ltd. and Buenos Ayres Western Rail- 


way Limited. 

Dr. Clifford Copland Paterson, O.B.E., 
D.Se., M.Inst.C.E., M.LE.E., F.RS., 
Director, Research Laboratories, General 
Electric Co. Ltd., Wembley. 

Mr. Harold Leonard Saunders, Comp- 


troller-General, Patent Office. 

Mr. Arthur John Griffiths Smout, J.P., 
Director-General, Ammunition Produc- 
tion, Ministry of Supply. Director, Im- 
perial Chemical Industries Limited. 

C.M.G. 

Mr. Arthur John Farrant Bunning, 

General Manager, Nigerian Railway. 


C.S.1. 

Mr. Joseph Richard Harrison, C.LE., 
Deputy Coal Commissioner, Government 
of India, and Chief Mining Engineer, 
Railway Board. 


KCIE. 
Sir Arthur Cecil Griffin, O.B.E., Chief 
Commissioner of Railways, India, retiring. 
Sir Kenneth Grant Mitchell, C.LE., 
Indian Service of Engineers, Chief Con- 
troller of Road Transport & Development, 
War Transport Department, Government 
of India. 
CEE. 


Mr. Walter Treweeke 
Operating Superintendent, 
Railway, India. 

Mr. Douglas Colin Campbell, Director 
of Accounts, Railwav Board, India. 

Colonel Harold Leslie Hopkins, 
O.B.E., lately General Manager, Docks & 
Railways, Bombay Port Trust. 

Mr. Richard de Kirklington Maynard, 
General Manager, Madras &~ Southern 
Mahratta Railway. 


K.C.V.O. 

The Rt. Hon. Earl of Radnor, Direc- 

tor (formerly Deputy-Chairman), Southern 
Railway Company. 

K.C.B. (Civil Division) 

Mr. Oliver Shewell Franks, 

C.B.E., Permanent Secretary, Ministry 


Supply. 
K.B.E. (Civil Division) 

Sir Maurice Edward Denny, Bt. 
C.B.E., D.L., lately President, Air Regis- 
tration Board. Director, Guest, Keen & 
Nettlefolds Limited. 

Sir William Palin Elderton, C.B.E., 
lately Chief Statistical Adviser, Ministry 
of Transport. 

Mr. Archibald Auldio Jamieson, M.C., 
Chairman, Vickers Limited. 

Sir Percy Herbert Mills, President, 
Economic Sub-Commission, British Ele- 
ment, Control Commission for Germany. 


Biscoe, Chief 
North Western 


C.B.. 
of 
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C.B.E. (Civil Division) 
Mr. John Benstead, General Secretary, 
National Union of Railwaymen. 
Mr. Eric Malcolm Fraser, lately Direc- 


tor-General of Aijrcraft Production, 
Ministry of Aircraft Production. Sales 
Controller, Imperial Chemical Industries 
Limited. 


Mr. Thomas Fraser, M.I.P.E., Director, 
Metropolitan-Vickers Electrical Co. Ltd. 

Mr. James Smith Hall Grant, 
M.Inst.T., F.R.G.S., Chairman, Railway 
Commission, Southern Rhodesia. 

Mr. Gilbert Matthews, Superintendent 
of the Line, Great Western Railway. 

Mr. Norman Rae, Head of General 
Stores Department, Crown Agents for the 
Colonies. 


Mr. William Jesse Oliff Reeves, Chief 
Engineer, Nigerian Railway. 

Mr. Henry Richard Rishworth, O.B.E., 
F.R.C.S., Principal Medical & Health 
Officer, Great Indian Peninsula Railway. 

Mr. Herbert Arthur Short, M.C., 


Deputy Traffic Manager (formerly Docks 
& Marine Manager), Southern Railway. 
Mr. Charles Reginald Wheeler, lately 
Controller of Iron & Steel, Ministry of 
Supply. Now Joint Managing Director, 
Guest Keen Baldwins Iron & Steel Co. 
Ltd. 
O.B.E. (Civil Division) 
Fateh Chand Badhwar, M.B.E., 
Railway Board, India. 
Stanley Cairns, 
Oudh Tirhut 


Mr. 
lately Secretary, 

Mr. William Thomas 
Chief Mechanical Engineer, 
Railway. 

Mr. George Sidney Dick, Chief Engi- 
neer, Sierra Leone Railway. 

Mr. Arthur Geoffrey Tindall Glaisby, 
Controller of Stores, Great Indian Penin- 
sula Railway. 

Mr. Cecil Thomas Hutson, Assistant 
Superintendent, Kenya & Uganda Railways 
& Harbours. 

Mr. Bishwa Nath Lahiri, Indian Police, 
Superintendent, Government Railway 
Police, Allahabad, United Provinces. 

Mr. James Nicholas Eastman Nagle, 
Chief Transportation Manager, Bengal 
Assam Railway. 

Mr. Wilfrid Andrew Nightingale, 
Deputy Chief Controller of Standardisa- 
tion (Mechanical), Railway Board, India. 

Mr. Charles Wakefield Richmond, 
A.M.I.Mech.E., Deputy Chief Engineer, 
Crown Agents for the Colonies. 

Wing-Commander (Acting Air Commo- 
dore) the Hon. Walter Leslie Runciman, 
A.F.C., Air Attaché, H.M. Embassy, 
Tehran. Director-General, British Over- 
seas Airways Corporation, 1940-43. 

Mr. George Ewart Terry, M.Inst.C.E., 
M.LE., Chief Engineer, Bombay Port 
Trust. 

Mr. Harold Mackenzie Walker, 
intendent, Mechanical Workshops, 
Western Railway, India. 


M.B.E. (Civil Division) 

Rai Bahadur Partap Chandra Bahl, Joint 
Director, Civil Engineering, Railway Board, 
India. 

Mr. Pratip Chandra Basu, Works Manager, 
Alambagh Workshops, East Indian Railway, 
Lucknow. 

Mr. Mohammed Jalal-un-Din Chughtai, 
Secretary to the General Manager, East 
Indian Railway. 

Mr. Archibald Ferguson, Assistant Mech- 
anical Engineer, Burma Railways. 

Mr. William Finch, Permanent Way 
Inspector, Nigerian Railway. 

Mr. Charles George Bancroft Hinchey, 
Deputy Regional Controller of Railway 
Priorities, Calcutta. 

Mr. Charles Clarence Horton, British 
subject resident in Uruguay. Assistant 
General Manager, Central Uruguay Railway 


Super- 
North 
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Mr. James Jebb, Resident Engineer, 
Great Indian Peninsula Railway, Saugor. 

Mr. Ewen McDonald Loan, Manager, 


Technical Training (Civmil) Centre, Pesha- 
war, North-West Frontier Province, India. 

Mr. John Wintle Maye, Works Manager, 
Locomotive Workshops, Bombay, Baroda 
& Central India Railway, Ajmer. 

Mr. Francis Arthur Smith, Works Manager, 
Bengal Assam Railway, Saidpur. 

Mr. Harold Edgar Williams, Workshop 
Instructor, East Indian Railway, Jamalpur. 
M.B.E. (Military Division) 

Major (temporary) Robert Cecil Flower- 
dew, Corps of Royal Engineers. Now 
District Passenger Manager, Leeds, L.M.S.R. 

Companion, Imperial Service Order 

Mr. James Henry Pirie, Stores Superin- 

tendent, Nigerian Railway. 


BRITISH MISSION TO ARGENTINA 

His Majesty’s Government has appointed 
the following mission, which will proceed to 
Argentina by air on June 29 : 

Sir Wilfred Eady and Mr. Walter Simon, 
of His Majesty’s Treasury ; Mr. F. F. 
Powell, Adviser to the Bank of England ; 
Mr. W. Strath, of the Ministry of Supply 
Mr. John Phillimore, late Adviser to His 
Majesty’s Treasury in South America ; 
Mr. David Pollock, Legal Member. 

The mission will be accompanied by Sir 
Montague Eddy, Chairman of the British 
Argentine Railway Council ; and Mr. B. H. 
Binder, a member of that council, and Chair- 
man of the Entre Rios Railways Co. Ltd. 


We regret to record the death on June 
16, at the age of 47, of Major-General 
Charles Scott Napier, C.B., C.B.E., late 
R.E., who was Chief of Movements & 
Transportation at Supreme Headquarters, 
Allied Expeditionary Force, from 1944 to 
1945, and later Deputy-Director of Move- 
ments at the War Office. He became a 
substantive Colonel in 1943, and in 1944 
was promoted from the temporary rank of 
Brigadier to that of Acting Major-General. 


He retired on April 11 last, and was 
granted the honorary rank of Major- 
General. 


Centenary of the Eastern 
Union Railway 


The L.N.E.R. held an_ exhibition at 
Ipswich from June 14 to 16 last to mark the 


centenary of the opening on June 15, 1846, 
of the Ipswich-Colchester line, the first 
section of the Eastern Union Railway. 


Among those present at the opening of the 
exhibition, which was on a site adjacent to 
East Suffolk Junction, were :— 


Messrs. V. M. Barrington-Ward, C.B.E. 


D.S.O., Divisional General Manager, Southern 
Area, L.N.E.R M. A. Cameron, Assistant 
Passenger Manager, Southern Area; A. R. 
Dunbar, Senior Assistant Superintendent, 
Southern Area; H. G. Rampling, District 
Superintendent, Norwich ; A. J. White, 
Advertising Manager ; G. Dow, Press 
Relations Officer; J. R. Dallmeyer, District 
Engineer, Ipswich ; A. Clear, 


District Loco- 
motive Superintendent, Norwich ; ¥ 
Parker, O.B.E., Locomotive Running Superin- 
tendent (Eastern Section) ; R. E. Lawler, Dis- 
trict Goods & Passenger Manager, Ipswich ; 
F. H. Warner, Mayor of Ipswich. 


Mr. V. M. Barrington-Ward introduced 
the Mayor of Ipswich in a short speech in 
which he stated that the railway had brought 
great advantages to Ipswich. The Ipswich- 


Colchester line was built at the low cost of 


£270,000 | and the celebrations 
the opening included a banquet, 
and a balloon ascent. 


marking 
fireworks 
The Eastern Counties 
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Railway assumed operation of the Eastern 
Union in 1854; in 1862 the two were merged 
into the Great Eastern Railway. 

The Mayor in reply, welcomed Mr. 
Barrington-Ward to Ipswich, which he 
said, would not have become a. thriving 
town of 100,000 inhabitants without the 
railway. The Eastern Union was largely 
the creation of Mr. J. C. Cobbold, a leading 
townsman and a member of a_ highly 
respected Suffolk family. The Mayor 
concluded by paying a tribute to the railway 
employees and wished success to railways 
in general and the L.N.E.R. in particular. 
He then declared the exhibition open. 


Mr. R. E. Lawler, District Goods & 
Passenger Manager, Ipswich, replied for the 
company. 

The exhibits included : 

A first-class coach built in 1851 by the 
Eastern Counties Railway, successor to the 
Eastern Union Railway. 

A main-line brake third, steel panelled, with 
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seating accommodation for 
and a brake van to carry 3 tons. 

First class main-line coach, 
with six compartments. 


18 passengers 


steel-panelled, 


Signalling instructional van, used for the 
training of signal and telegraph staff. 
A modern coach fitted as a museum and 


containing reproductions of old illustrations, 


old timetables, coats-of-arms, and a model 
of a G.E.R. locomotive. 

A road rail demountable milk tank, of 2.000 
gal. capacity. 


A modern fruit van, with louvre ventilators 
and torpedo air-extractors. 


Diesel-electric shunting locomotive No. 8000, 
one of four used by the L.N.E.R. in large 
marshalling yards. 

Mixed-traffic steam 2-6-4 tank locomotive 
No. 9000, the first of 1,000 new engines to be 
completed under the L.N.E.R. five-year plan. 

Mixed-traffic 4-6-0 steam locomotive class 
** BI,” No. 1003, one of 400 of the ** Antelope ” 


class to be built during the next five years 

Mechanical horse and trailer and express 
parcels delivery van, one of over 500 in L.N.E.R. 
service 


ay Pome & cx Ltd. 


The annual general meeting of Beyer, 
Peacock & Co. Ltd. was held at the Park 
Lane Hotel, London, W.1, on June 18. 


The Chairman of the company, 
Hugh Vivian, M.I.Mech.E. 

The Chairman, in his statement issued with 
the report and accounts, said that there 
were certain comparative figures in the 
balance sheet to which he would draw atten- 
tion. Work in progress and sundry debtors 
taken together showed little change compared 
with the figures for the previous year, 
whilst the bank overdraft was higher by 
about £8,000. Sundry creditors remained 
practically unchanged and amounts owing 
to subsidiary companies were less _ by 
£23,000. Comparing the results of 1945 
with the previous year, the net profit shown 
was higher by about £500, whilst the amount 
carried forward on profit and loss account 


Captain 
, presided. 


was £80,037, compared with £71,762 at 
the close of 1944. The amount of per- 
missible net profit was still governed by 
the company’s substituted standard, Excess 
Profits Tax being still 100 per cent. of 
any amount in excess of the adjusted 
standard. 


During the year there had been a transi- 
tional period following the end of hostilities. 
Thereafter the manufacturing facilities were 
employed on the production of locomotives. 
Availability of suitable labour, however, 
was the main factor which restricted pro- 
ductive capacity. 

Although the demands of H.M. Govern- 
ment for transportation equipment remained 
at a high level during 1945, a certain amount 


of production activity was devoted to 
postponed locomotive contracts for com- 
mercial customers overseas. The extent 


to which capacity at the factory could be 
employed on commercial export requirements 
was still governed by the return of skilled 
personnel from the Services. Throughout 
the world the demand for renewal of rolling 
stock of all kinds—particularly locomotives 

was very real. During the year under 
review the company had secured a number 


of substantial locomotive contracts for 
overseas railways. The volume of unfilled 
orders should keep the company fully 


engaged for a considerable time ahead. 
The locomotive industry was still subject 
to direction from Government departments. 
In a world still suffering from the results 
of war, it was reasonable to expect that 
normal trading must at times be disregarded 
in the general interest of humanity. As 
world rehabilitation proceeded, however, 
the directors hoped that they would be 
permitted to revert to that type of relation- 


ship with their overseas customers which 
would enable them to plan for the maximum 
output. 

The security restrictions imposed by H.M. 
Government on the subject of wartime 
production had now been eased and _ the 
company had produced for distribution to 
its Overseas customers a brochure dealing 
with the wartime activities of the company 
and its subsidiaries. A few copies were 
available for United Kingdom distribution. 
Any shareholder desiring a copy should 
write to the Secretary, who would issue the 
limited number available in strict rotation. 

During the year under review the company 
delivered the last consignment of war- 
standard Beyer-Garratt locomotives and 
had also despatched engines to the Orient 
and the Continent of Africa. 

With regard to taxation, the effect 
E.P.T. legislation on the locomotive industry 
generally had been very severe. Some 
benefit, however, would accrue to the com- 
pany in 1946, consequent on the reduction 
of the rate to 60 per cent. 


It was the intention of the board, subject 


to Treasury consent, to make an issue of 
share capital in the near future for the 
purpose of redeeming the outstanding deben- 
ture stocks and to provide additional funds 
for the re-equipment and expansion of the 
business. Subject to Treasury consent, the 
issue would be offered to the ordinary share- 
holders on a pro rata basis. 

The report and accounts were unani- 
mously adopted. The retiring director, the 
Rt. Hon. Sir Francis Stanley Jackson, 
G.C.S.1., G.C.LE., P.C., was re-elected. 
The auditors, Messrs. Price, Waterhouse & 
Co., were re-appointed, and the proceedings 
terminated with a vote of thanks to the 
Chairman, directors, and staff. 


CENTRAL chenneniey Raw INQUIRY. 
The Uruguayan Parliamentary Commission 
appointed in December, 1943, to investigate 
charges against the Central Uruguay Rail- 

way of irregularities i in obtaining and using 
foreign exchange, has now drawn up its 
report. The Commission, absolving the 
railway completely of any responsibility 
and any suspicion of irregularity, dismissed 
the charges as frivolous, stating as their 


opinion that there never was cause for 
investigation. The matter was raised in 
the House of Commons on May 6 in a 


question to the Secretary of State for 
Foreign Affairs by Wing-Commander E. R. 
Millington, as reported in our May 31 
issue. 
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June 21, 1946 


Parliamentary Notes 


L.M.S.R. Order Confirmation Bill 

The London Midland & Scottish Railway 
Order Confirmation Bill was read the third 
time and passed in the House of Lords on 
May 30. 

Royal Assent 

In the House of Lords on June 6 the 
Royal Assent was given to the London 
Midland & Scottish Railway Order Con- 
firmation Act, 1946, and the Great Western 
Railway Act, 1946. 


Questions in Parliament 


G.W.R. Divisional Stores at Barry 

Major A. L. Ungoed-Thomas (Llandaff 
& Barry—Lab.) on June 3 asked the Mini- 
ster of Transport what steps he was taking 
in respect of the Great Western Railway 
proposal to abolish the divisional stores 
at Barry. 

Mr. Alfred Barnes (Minister of Trans- 
port), in a written answer stated: I have 
already explained to Major Ungoed- 
Thomas the reasons which have influenced 
the Great Western Railway in preparing 
this change and this is not an issue jn 
which I feel justified in intervening. 


Children’s Railway Fares 

Lieutenant T. C.  Skeffington-Lodge 
(Bedford—C.) on June 6 asked the Minis- 
ter of Transport whether, in view of the 
raising of the school-leaving age, he would 
arrange for half-fare travel facilities to be 
available for young people up to the age 
of 16. 

Mr. Alfred Barnes in a written answer 


stated: 1 understand that the present 
school-leaving age of 14 years will be 
raised to 15 years on April 1, 1947. I will 


consider nearer that time whether a simi- 
lar increase should be made in the present 
age limit of 14 years for children’s general 
railway travel at half fares. 


Overcrowding on the District Railway 

Dr. Somerville Hastings (Barking 
Lab.) on June 5 asked the Minister of 
Transport whether he was aware that the 
District Railway trains running between 
London and Barking were always over- 
crowded, especially at the rush hours; and 
whether he would take steps to improve 
the ventilation in these trains. 

Mr. Alfred Barnes stated in a written 
reply: I am aware that trains on this line 
are heavily loaded during peak hours. The 
service is the best that can be provided 
with the rolling stock at present available. 
When the London Passenger Transport 
Board has been able to obtain new stock it 
is the intention to increase the accommoda- 
tion at peak hours. There are several 
types of coach in use and the ventilation 
in the’more modern type can be improved 
by opening the windows at each end of 
the coach. This feature will be embodied 
in all new rolling stock 


Passages to Holland 

Squadron-Leader S. Segal (Preston 
Lab.) on May 29 asked the Minister of 
Transport whether he was aware that 
many bereaved parents had experienced 
considerable difficulty in securing a pas- 
sage to visit their sons’ graves in Holland; 
ind whether special facilities would be 
granted in those cases. 

Mr. Alfred Barnes stated in a written 
answer: I am not aware of any difficulty 
in securing a passage to Holland. The 
L.N.E.R. operates a steamship service be- 
tween Harwich and the Hook of Holland 
with the ss. Prague sailing three times a 
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The vessel has 
The 
no 


week in each direction. 
accommodation for 524 pasengers. 
service is open to all, there being 
special reservations 


Railwaymen’s Dispute in India 

The Reverend R. W. Sorensen (West 
Leyton—Lab.) on June 4 asked the Under- 
Secretary of State for India the nature 
of the dispute in the threatened strike of 
railwaymen in India: and what was ihe 
proportionate increase in wages, compared 
with the rise in the cost of living. 

Major Arthur Henderson (Under-Secre- 
tary of State for India) in a written answer 
stated: I understand that according to a 
resolution passed by the General Council 
of the All-India Railwaymen’s Federation 
the main points of dispute are (a) the re- 
trenchment of personnel: (b) the revision 


of pay scales: (c) the rates of dearness 
allowance; and (d) a demand for three 
months’ war bonus. 1 am asking the 


Government of India for information on 
the point raised in the second part of 
the question. 


Lawlessness in Burma 

Lt.-Colonel Uvedale Corbett (Ludlow 
—C.) on June 3 asked the Under-Secretary 
of State for Burma (1) if he would give 
further information about the incident in 
April, when a bus on the Prome road 
about 60 miles from Rangoon had been 
held up and three Indian soldiers were 
shot by dacoits; and (2) how many cases 
had been reported of looting of railway 
goods trains in Burma. 

Colonel A. D. Dodds-Parker (Banbury 

C.) asked the Under-Secretary of State 
for Burma why defence guns had been 
withdrawn from villages in the Lewe town- 
ship; and if he was aware that that had 
resulted in many poor and defenceless 
villagers being victimised by dacoits. 

Commander T. D. Galbraith (Glasgow, 
Pollok—C.) asked the Under-Secretary of 
State for Burma if he was aware that 
armed dacoits recently had attacked and 
looted a motor sampan and a vessel called 
Yetama at Padakawa; that they had an- 
nounced their intention of looting the 
Yindaik as soon as she might appear; and 
what steps had been taken to round up 
that gang. 


Sir Stanley Reed (Aylesbury—C.) asked 
the Under-Secretary of State for Burma 
how many cases had occurred of armed 


hold-ups on the Taungdwingi railway in 
which the railway staff were involved. 
Colonel James Hutchison (Glasgow Cen- 
tral—C.) asked the Under-Secretary of 
State for Burma whether he would give 
further details of the attack made by da- 
coits in April on a _ police post near 
Shwegyin in the Toungoo district when 
four policemen had been murdered. 
Lt.-Colonel Lord John Hope (Mid- 
lothian & Peebles Northern—C.) asked the 
Under-Secretary of State for Burma (1) if 
he was aware that at Shwebo dacoities 
often involving murder were of frequent 
occurrence; and what steps he was taking 
to prevent them: and (2) if he was aware 
that in the Pyinmana, Toungoo and other 
areas in Burma employees of firms who 
were endeavouring, under Government 
control, to re-establish the country, were 


unable to tour the country without an 
armed escort of 20 men; and_ what 
measures he was taking to alter those 
conditions. 


Major J. A. Boyd-Carpenter (Kingston- 
upon-Thames—C.) asked the Under-Secre- 
tary of State for Burma whether he was 
aware that no vessel could proceed from 
Mandalay to Upper Burma unless accom- 
panied by a military guard and an armed 


691 


escort vessel; and what steps he was taking 
to deal with that situation. 

Major A. Henderson (Under-Secretary of 
State for Burma): I have asked the 
Governor for the specific information for 
which hon. members have asked and will 
communicate with them on receipt of his 
reply. Meanwhile, I can assure them that 
I am well aware of the serious situation 
as regards law and order which the 
authorities in Burma are facing at the 
present time. In some parts of Burma 
it is generally better than it was in the 
earlier months of the year, but in others 
it continues to give grounds for anxiety, 
and special steps, both general and local, 
have been taken to meet it. In particular 


additional measures have been concerted 
with the military authorities, whose co- 
operation is proving most valuable and 


effective in dealing with well-armed bands 
of dacoits, whose suppression is in a num- 
ber of cases beyond the unaided resources 
of the police. Other measures such as the 
provision of additional police officers on 
loan from the Army, extra armed police 
in all areas and for the rivers, armed 
guards on trains, and naval craft for the 
protection of river traffic, are all being put 
into operation. 

Commander Galbraith: In view of the 
interruption of trade on the waterways of 
Burma is the Under-Secretary able to in- 
form the House that drastic steps are 
being taken in order to see that trade is 
allowed to proceed as quickly as possible? 

Major Henderson: I had hoped that my 
reply would have made it clear that the 
Government of Burma was taking every 
step possible to deal with this problem. 


Aberdeen-London Air Service 

Major H. R. Spence (Aberdeen & Kin- 
cardine Central—C.) on June 5 asked the 
Parliamentary Secretary to the Ministry 
of Civil Aviation when he hoped to intro- 
duce a passenger service between Aberdeen 
and London: what the proposed flying 
time would be: and how many services 
would be run daily. 

Mr. Ivor Thomas (Parliamentary Sec- 
retary, Ministry of Civil Aviation): The 
London-Aberdeen service was planned to 
start in August, 1946, but will now not 
start until the autumn because the neces- 
sary buildings at Edinburgh (Turnhouse) 
cannot be ready before then. The esti- 
mated time of the journey is three and a 
half hours. The service will, in the initial 
stages, operate once daily in each direc- 
tion. 

Major Spence: Will the Minister bear in 
mind that what we need from Aberdeen 
is not so much a service to supplement the 
trains as an alternative in the form of a 
fast morning and evening service in each 
direction? 

Mr. Thomas: We have it in mind to 
provide a very good service to Aberdeen. 


Northern Ireland Air Services 

Professor D. L. Savory (Belfast Univer- 
sity—C.) on June 6 asked the Parliamen- 
tary Secretary to the Ministry of Civil 
Aviation whether he had any statement to 
make with regard to meeting the needs of 
Northern Ireland in respect of civil avia- 
tion. 

Mr. Ivor Thomas (Parliamentary Secre- 


tary. Ministry of Civil Aviation): The 
Minister recently discussed with Sir 
Roland Nugent, the Minister of Com- 


merce, matters affecting civil aviation in 
Northern Ireland, in order to decide how 
her interests and needs in regard to air 
services could best be met. As a result of 
these discussions, and in agreement with 
Sir Roland Nugent and the Chairman- 
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designate of the future British European 
Airways Corporation, Sir Harold Hartley, 
it has been decided, when the Civil Avia- 


tion Bill becomes law, to establish a 
Northern Ireland Advisory Committee, 


which will be appointed under the terms 
of clause 3 of the Bill. After consultation 
with the Secretary of State for Scotland 
and the Minister of Commerce for North- 
ern Ireland, the Minister also proposes, 
with the full agreement of Sir Harold 
Hartley, that the Chairman of the advi- 
sory committees for Scotland and 
Northern Ireland should be appointed to 
seats on the British European Airways 
Corporation. 1 take this opportunity of 
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adding that it is Lord Winster’s intention 
that Northern Ireland shall be given air 
services and aerodromes in every way 
commensurate with the needs of her busi- 
ness community and of her travelling 
public. Her geographical position renders 
such services of vital importance to 
Northern Ireland, and, indeed, to our- 
selves. 

Professor Savory: While expressing my 
deep gratitude to Mr. Thomas, may lI 
ask him to make it quite clear whether 
there is going to be representation of 
Ulster on the joint board of the company 
of Eire and Great Britain, on which Eire 
has a 60 per cent. control? 


June 21, 1946 


Mr. Thomas: I did not understand that 
the Question raised that point. | think 
that would be looking for trouble. 

Mr. Edgar Granville (East Suffolk, Eye 
—Lib.): May I ask Mr. Thomas, as he 
has referred to the Chairman of the Scot- 
tish Advisory Council, whether that means 
that he will consult the Secretary of State 
for Scotland on that appointment? 


Mr. Thomas: That would naturally be 
the case. 
Sir T. Moore (Ayr—C.): Can the 


Minister say if the advice to be tendered by 
these advisory councils will be acceptable? 

Mr. Thomas: Full attention will be paid 
to 1 





German Railways in Guernsey 





eS 


Ray eeret 


Henschel-built 3-ft. gauge locomotive at St. Sampson 


Before the recent war, Guernsey had 
never had a railway, and probably will 
never have one again. The island at one 
time had an electric tramway which ex- 
tended from St. Sampson to St. Peter Port, 
but this was abandoned on June 9, 1934. 
During the occupation of the Channel 
Islands by German Forces from June 30, 
1940, to May 9, 1945, however, the Ger- 
mans operated a light railway in the 
island, and we are indebted to Mr. J. R. 
Bennett for the following particulars. 

This railway, which was constructed by 
forced labour from countries that had been 
Over run by the enemy, was operated 
mainly for the conveyance of material 
used to build the very strong fortifications 
around the coasts of the island. 

The main track was of 90-cm. (3-ft.) 
gauge, but there were minor branch lines 
of 60-cm. (2 ft.) gauge which served 
quarries and underground stores. The 
harbour of St. Peter Port was the main 
terminus, and each quay had its own line. 
From the harbour a double track con- 
tinued for a short distance, then a single 
line continued northwards along the coast 
to St. Sampson ; en route there were sidings 
for the German-built power station and 
the gasworks. The line served the harbour 
at St. Sampson and the main electric 
power station. From St. Sampson the line 
ran inland until it reached the west coast 
at Grand Havre, where the repair sheds 
were situated. A narrow-gauge line ran 
northwards, and the main railway con- 
tinued down the west coast to L’Erée, with 
a short extension along Rocquaine Bay. 

The length of the railway was about 20 
miles, of which half was laid on roads. 
There were no signals throughout the 
whole length of the railway, but there 
were occasional passing places. The 


worked trains on the narrow gauge. The 
rest were tank engines of the 0-4-0 wheel 
arrangement. Some of the locomotives 
were built in Germany by such manufac- 
turers as Henschel & Sohn at Kassel, 
Krupp at Essen, and probably by Borsig 
in Berlin. The other locomotives were 
brought from France. Some of these loco- 
motives, before being shipped to Guernsey 
in August, 1941, had been worked on the 
Maginot Line before the fall of France. 

Now only two 0-4-0 locomotives remain 
in the sidings at St. Sampson. The rest 
of the locomotives were shipped back to 
the mainland of Europe by the Gremans 
in September, 1943, the fortifications havy- 
ing been completed. The rolling stock 
comprised of about 80 wagons, most of 
which are still also in the sidings at St. 
Sampson. 

One of the locomotives still remaining 
in a siding at St. Sampson is illustrated. 
It was built in 1909 by Henschel & Sohn 
of Kassel, and was owned by Miller & 
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Sketch map showing narrow-gauge military railways in Guernsey 
built by the Germans during their occupation 


points were hand-operated by the train 
crew. The German prisoners of war have 
completed dismantling the railway, as 
there is no longer any further use for it, 
and landowners want their land reclaimed. 

There were 18 to 20 locomotives alto- 
gether, of which 6 were diesel engines that 


Company of Essen before being shipped to 
Guernsey, where it was worked on the 
90-cm. gauge. The diameter of the wheels 
is 80 cm. The fuel was carried in the 
tanks in front of the cab; there does not 
seem to be any storage for water, unless 
perhaps in the foremost dome. 
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Notes and News 
Engineer for Railway Track Supply 
Firm.—A railway track supply firm has a 
vacancy for a qualified engineer with per- 


manent way experience. See Official 
Notices, page 695. 
Railway Construction Engineer.—A 


railway construction engineer now demo- 
bilised from an R.E. railway unit seeks 
civil employment, preferably overseas. 
See Official Notices, page 695. 

Leeds Machine Tool Disposal Office.— 
The Ministry of Supply announces that 
the former office of the Leeds Regional 
Machine Tool Disposal Centre, at 8a, 
Duncan Street, Leeds, was closed on June 
14, and that the office is now situated at 
10, Bank Street, off Boar Lane, Leeds, 1. 

Road Accidents in April, 1946.—The 
return issued by the Ministry of Trans- 
port of the number of persons reported 
to have died, or to have been injured, as 
a result of road accidents in Great Britain 
during the month of April last, shows 
389 deaths (compared with 390 in April 
1945), 2,968 seriously injured (compared 
with 2,269 in April, 1945), and 9,580 
slightly injured (compared with 6,605 in 
April, 1945). 

The Institute of Welding.—The twenty- 
third annual report of the Council of the 
Institute of Welding includes an appendix, 
showing the accounts for the year ended 
March 31, 1946, which, despite a consider- 
able increase in expenditure, closed with 
a credit balance of £768. The total mem- 
bership increased by 609 during the period 
and is now 5,115. The former research 
department is now a separate body with 
the title of the British Welding Research 
Association. 

Disposal of Government Surplus 
Machine Tools—An_ on-site sale of 
Government surplus machine tools will be 
opened by the Ministry of Supply at the 
premises of H. M. Hobson (Components) 
Limited, Royton, near Oldham, Lancs., 
on Wednesday, July 3, at 10 am. Ap- 
proximately 600 machine tools will be on 
sale on the opening day, comprising cap- 
stan lathes, millers, grinders, drillers, and 
miscellaneous types. Machines not sold 
by 4 p.m. on Tuesday, July 9, will be for 
sale by competitive tender. Unsold 
machine tools will be on view daily, ex- 
cept Saturday and Sunday, between the 
hours of 10 a.m. and 4 p.m. from Wednes- 
day, July iO, till Tuesday, July 16, and 
prospective purchasers should visit the site 
during that period to examine the 
machines, obtain tender forms, and make 
inquiries regarding procedure. 

L.M.S.R. Irish Services to be Increased. 

Subject to the availability of ships now 
being refitted, or awaiting release from 
requisition, the L.M.S.R. is now  plan- 
ning to augment during the summer and 
autumn its steamship services to and from 
Ireland. On the Holyhead-Kingstown 
route, it is intended, as from June 28, to 
increase the service (now once daily, ex- 
cept Sunday) to two sailings daily in each 
direction on Fridays and Saturdays, with 
one sailing daily on other weekdays. As 
from September 1, it is hoped further to 
increase the sailings to two in each direc- 
tion each weekday, with one sailing each 
way on Sundays. Between Heysham and 
Belfast, additional weekend sailings will 
probably be provided during August. The 
re-instatement of the Sunday service is 
contingent upon the return of the Duke 
of Rothesay and Duke of York, which 
are still on Government service. Between 
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Stranraer and Larne, certain additional 
sailings will be afforded on Saturdays dur- 
ing July and August for travellers between 
Scotland and Northern Ireland. 


Tangyes Limited Manchester Office.— 
Tangyes Limited has re-opened a branch 
office in Manchester, at 5, Cross Street 
(telephone: Blackfriars 5320). The Dis- 
trict Manager at Manchester is Mr. J. G. 
Benwell. 


L.N.E.R. Stock Balances.—The balances 
of the L.N.E.R. guaranteed preference and 
ordinary stocks will be struck at the close 
of business on July 1, and interim divi- 
dends for the half-year to June 30 will 
be payable only to stockholders whose 
names are registered on that date. 


Westinghouse Brake & Signal Co. Ltd. 
Commercial Branches.—The commercial 
branches of the Westinghouse Brake & 
Signal Co. Ltd. (which were evacuated to 
Pew Hill House, Chippenham, in 1939) 
will be returning shortly to the company’s 
head offices in London. On and _ after 
June 29, all correspondence should be 
addressed to the company at the following 
address: 82, York Way, Kings Cross, 
London, N.1 (telephone: Terminus 6432). 


Awards for Papers on Are Welding.— 
The James F. Lincoln Arc Welding 
Foundation, Cleveland, Ohio, announced 
on June 1 a $200,000 award programme 
for technical papers as a means of en- 
couraging further scientific progress in the 
are welding industry. The award pro- 
gramme closes in one year, at midnight, 


June 1, 1947. Rules and conditions for 
this competition may be obtained from 
the Foundation Secretary, Cleveland, 1, 


Ohio. 


Institute of Transport Meetings, 1946-47. 

Mr. R. Stuart Pilcher will deliver his 
presidential address to the Institute of 
Transport in London on October 14. The 
annual general meeting of corporate mem- 
bers will be held in London on Decem- 
ber 20. Other meetings in London are 
to be held on November 11 and Decem- 
ber 9, 1946, and January 13, February 10, 
March 10, and April 14, 1947; particulars 
of the papers to be read will be an- 
nounced later. The anniversary luncheon 
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will take place on November 5, and other 
informal luncheons will be held on Feb- 
ruary 4 and April 29. Arrangements have 
been made for the annual dinner of the 
Institute for the 1946-47 session to be 
held on March 21, 1947. 


New Zealand Railway and Locomotive 
Society —Membership of the New Zealand 
Railway & Locomotive Society is now well 
over 100. The Society publishes a type- 
script journal, and circulates portfolios 
of railway photographs among members 
in New Zealand. A model railway sec- 
tion will be formed in the near future. 
The Honorary Secretary and Treasurer of 
the Society, Mr. J. P. Barrett, 57, Para 
Street, Miramar, Wellington, E.4, recently 
took over these duties from Mr. R. Lin- 
foot, who relinquished them on account 
of pressure of work. 


McNamara & Co. Ltd.—The report for 
the year ended December 31, 1944, shows 
a net profit of £39,681, as compared with 
£34,772. After providing £21,000 reserves 
for income tax and N.D.C., and £7,809 for 
two interim dividends of 4} per cent., less 
income tax, paid on June 1, 1945, the 
directors recommend a final dividend for 
1944 of 4} per cent. A transfer of £12,907 
is made from reserve account re Fred 
Cook (Transport) Limited, the company’s 
interest in that concern having terminated, 
giving a balance of £24,868, and the 
directors recommend payment of a bonus 
of 8} per cent. from that transfer, which 
will absorb £8,590. The carry-forward of 
£16,278 compares with £5,384 brought in 
from the previous year. 


Lord Ashfield’s Message on London 
Transport Whitsun Achievements.—Lord 
Ashfield has addressed the following mes- 
sage to the 83,000 members of the staff of 
London Transport: “The number of pas- 
sengers carried, more especially in the 
Central Area, during the Whitsun _holi- 
days established new records for London 
Transport, and I am confident that each 
individual in all departments concerned 
in the operation and maintenance of the 
Board’s services during this period, which 
combined ‘the Victory celebration with 
the Whitsun holidays, shares with me the 
pleasure I have in the knowledge that this 


Victory Day Decorations at Paddington 





Decorat:ons at the Royal Hotel, Paddington, G.W.R., for the Victory 
Day celebrations on June 8 
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vast mass of people was carried with such 
little delay and with such freedom from 
accident and injury. It was a splendid 
achievement and reflects the greatest credit 
to the officers and to all members of the 
staff, and has enhanced still further our 
reputation for willing and unselfish ser- 
vice to Londoners and visitors alike.” 


Library of Air Photograpis.—Many 
thousands of air views of the British Isles 
and overseas countries are comprised in 
the library of Aerofilms Limited, 29, Old 
Bond Street, London, W.1. The library 
has been built up during a quarter of 
century and some of its pictures now have 
historic value, because of changes wrought 
by war. 


Engineering & Marine Exhibition.—The 
Engineering & Marine Exhibition will be 
held at Olympia, London, from August 28 
to September 13, 1947. The British Engi- 
neers’ Association has recommended to 
exhibiting members that the amounts of 
existing contracts for stands entered into 
for the exhibition of 1939, which was can- 
celled, should be increased by voluntary 
agreement by 334 per cent. to cover higher 
post-war costs. The organiser of the ex- 
hibition is F. W. Bridges & Sons Limited, 
Grand Buildings. Trafalgar Square. Lon- 
don, W.C.2. 


La Guaira & Caracas Railway Co. Ltd. 

The report of the company for 1944, 
now issued, shows railway receipts of 
£66,330, a decrease of £8,022 on 1943, and 
working expenses £7,329 down at £45,507. 
The net revenue of £20,823 was practi- 
cally the same as for 1943. After meeting 
all charges, including the debit balance 
brought forward from previous years, a 
credit balance is carried forward for the 
first time since 1933, amounting to £4,671. 
No regular passenger service has been 
operated since 1942, but preparations are 
being made as far as possible to restore a 
service as soon as sufficient electric power 
is available. The company is £22,707 in 
arrears on its debenture stock sinking fund 
payments. Since the moratorium expired 
on September 1, 1945, the company is to 
submit a scheme for the approval of the 
debenture stockholders which will deal 
with all liabilities while still leaving suffi- 
cient funds in hand for essential re-equip- 
ment of the line. 


A Thornycroft 3-ton ‘* Nippy” 
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The Superheater Co. Ltd.—A statement 
by the Chairman, Sir Alexander McColl, 
circulated with the report and accounts of 
the Superheater Co. Ltd., said that the 
company had a record order book. Even 
last year, their exports exceeded in volume 
and value those for 1939. They could 
assure Overseas customers that they were 
in a position to give improved products 
and reasonable deliveries. Demands for 
fuel economy in marine, locomotive, and 
power plant boilers were met by the com- 
pany’s well-known Melesco superheaters. 


Metropolitan-Cammell Carriage & 
Wagon Co. Ltd. Export Orders.—The 
Metropolitan-Cammell Carriage & Wagon 
Co. Ltd., Saltley, Birmingham, recently 
received an order from the High Commis- 
sioner for New Zealand for the supply of 


2,000 type “LA” 4-wheel, all-steel, low- 
sided wagons. The shipment of these 


wagons is due to commence early in 1947. 
The company has other important export 
orders for railway rolling stock in hand 
for South Africa, Rhodesia, Burma, 
Malaya, Egypt, Brazil. and Argentina. 


Potteries Motor Traction Co. Ltd.— 
Addressing the annual general meeting of 
the Potteries Motor Traction Co. Ltd. on 
May 24, Mr. Kaymond Birch, Chairman 
of the company, said that wage increases 
which were now expected, together with 
other higher costs, would nearly double 
the company’s costs per mile. He hoped 
it would not be necessary to increase 
fares by anything approaching that pro- 
portion. It was certainly to the credit of 
the omnibus industry that fares outside 
London had remained so consistently at 
their pre-war level. 


Northern General Transport Co. Ltd.— 
Operating revenue for the year ended 
December 1, 1945, totalled £1,259,121, and 
with expenses of £895,742, the operating 
profit was £363,379 (compared with 
£456,992). To this is added £90,396 from 
subsidiary companies and interest on other 
investments. After deducting £329,910 for 
income tax and E.P.T., the balance for 
the year is £123,865, and the addition of 
£90,605 brought in from 1944 gives a 
total sum available of £214,470. Out of 
this, £50,000 has been transferred to re- 
serve, and the directors recommend the 
appropriation of £3,000 to the employees’ 


Van in Use by the G.W.R. 





One of the many vehicles supplied to the British main-line railways 
by John I. Thornycroft & Co. Ltd., whose Motor Vehicle Department, 
as reported in our June 7 issue, celebrated its golden jubilee on 


May 31 
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assistance fund, and final dividends of 31 
per cent. on the preference shares (n aking 
6+ per cent.) and 6 per cent. on the ordi- 
nary shares (making 10 per cent.). The 
carry-forward is £107,186. 


British Electric Traction Co. Ltd.—The 
directors of the British Electric Traction 
Co. Ltd. have declared a cash bonus of 
10 per cent. in addition to a final divyj- 
dend of 30 per cent. on the deferred ordj- 
nary stock. The total distribution for the 
year ended March 31 is, therefore, 55 pe: 
cent., compared with 45 per cent. fo; 








British and Irish Railway 
Stocks and Shares 





Prices 
ge | $e 
Stocks rhs a8 diac 
=r | a 8, Rise 
1946 | Fall 
G.W.R. 
Cons. oat we . 603 47} 56} | 
5° Con. Pref. 1244 1044 117 
500 Red. ‘aa (1950) 1073 101s 1044 
5% Rt. Charge w+} 1373 120 1294 
5% Cons. Guar. ....| 1354 117 126} 
4% Deb. ant ons! UE 106 117 
44% Deb. ... oso] BORE 108 1174 
44°, Deb. ... | 1244 Hitt 120 
5% Deb. ann occ) Te 124 1334 
24% Deb. ... co, ae 744 87} 
L.M.S.R. 
Ord. 234 27 | 
4% Pref. (1923) sat a 50 55 i 
4% Pre 80 694 794 + 4 
5% a Pref. (1985) 106 994 1024 
4% Guar. .. 106 97 1014 | 
4% Deb 110 102 108 l 
5% Red. Deb. (1952). 110 1034 1064 
L.N.E.R. 
5% Pref. Ord. cue 8 5} 54 s 
Def.Ord. ... eels 4 24 2% 
4% First Pref. es 62 494 55 
4% Second Pref. 33 244 26 I 
5% Red. Pref. (1955). 103 96 100 
4°, First Guar. ---| 1044 | 95 1014 + 
4% Second Guar. ...; 97 894 944 + 
3° Deb. so ool ae 824 934 | 
4° De b. 1094 101 1084 $ 
5°% Red. Deb. (1947) 1034 100 100 
44% — Fund 
Red. Deb 1065 103 1044 
SOUTHERN 
Pref.Ord. ... so), Oe 63 72 — 24 
Def. ee ss coal. ae 205 20 
5% Pref. 1244 104 116 
5% Red. Pref. (1964). 117 107 1104 
5°, Guar. Pref. 1353 117 1254 
5% sn) Guar. Pref. 
(1957 | 117 1064 1124 
4% Deb. ed veal U7 1044 115 
5% Deb 137 124 130 {+ 1 


4% Red. “Deb. (1962- | | 
7 112 1044 1084 


). 
% Red. Deb. (1970- 
*%50) sie sis oso} DERE 104 109} 


FORTH BRIDGE 


4% Deb... .| 106 103 105xd -- 

4% Guar. ... oust Se 101 103xd 1 
t.P.T.S. 

Sah aid oan cox] Wae 117 1244 

yy. Sad, ee | 135 127 1334 


3% Guar. (1967-72) | 100 974 | i04 
5B oe 


° a 1254 115 1204 

i hae as i 58 60 
! 
MERSEY 

occ. «i Se Sie.) ae 
3% Perp. Pref. cool Fae 685 72 
4% Perp. Deb. «| 1044 104 105 
3% Perp. Deb. al 784 824 

IRELAND* 

BELFAST & C.D. | 
Ord. ... = | = BF 6 7} 

G. NORTHERN | 
Ord. ... «| 34 244 40 2 
Pref. ... i ey 423 62 + | 
Guar. she «| 68 Olt 
Deb. ... — vo) 974 87} 1014 

IRISH TRANSPORT | 

ommon... | oo -- 18/6 |+ 3d. 
3% Deb. ie sol — — 103 |+ 4 





* Latest available quotation 
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RAILWAY Track Supply Firm have vacancy on London and North Eastern Railway J NDt STRIAL Glazing. Roof Repaits and Black- 
staff for Qualified Engineer with Permanent _ out Removed ‘n any part of the country. 
Way experience. Knowledge of workshop practice Company Wells & Partners Ltd., Building and Roofing Con- 
and metals an advantage.—Address, Box 13, The bs tractors, 9, Raglan Street, Harrogate, Yorks 
Railway Gazette, 33, Tothill Street, Westminster, NOTICE is hereby given that the Directors ha ‘€ “Phone: Harrogfiate 3061. 
London, S.W.1, stating age, Gualifications, experience fixed July Ist at the close of business as th 
date for striking the Balances of the Company's 
Guaranteed, Preference and Ordinary Stocks . are ? 
Interim Dividends declared for the half-year ending 'T RAFFIC MANAGER required for, large Iron and 
30th June, 1946, will be payable only to the Stock- Steel Works in South Wales.—Previous exper'- 
RAILWAY Construction Engineer experienced holders whose names are registered in the books ence in operating traffic essential. Salary according 
location survey, construction both in unde- of the Company on the date so fixed to qualifications Apply, stating rm agra and 
veloped territories and urban areas in capacities Deeds of Transfer should, therefore, be lodged owe required, and enclosing testimonials, to Box 11, 
surveyor, agent, and resident engineer, now with the Registrar of the Company at Hamilton a Railway Gazette, 23, Tothill Street, London, 
demobilised from R.E. Railway unit, seeks civil Buildings. Liverpool Street Station, London, E.C.2, S.W.1. 
employment preferably overseas on payment by before 5.0 p.m. on Ist July. 
results terms. Experienced large drainage, dam, By Order: 
road and other works ancillary to railway construc- W. H. JOHNSON, “st . a aa 
tion Strong point, labour relations, British, Secretary of the Company. TATION DESIGN. A striking example of modern 
Canadian. U.S. and native labour—A. Chrisp, 65, Marylebone Station, _ British practice at the important wayside station 
Sonnington Court, Sonnington Road, London, London, N.W.1. of Luton Reprinted from The Railway Gazette. 
N.W.10 2Ist June, 1946 July 7, 1944. Price 1s. Post free 1s. 2d. 
1944-45. The report shows revenue of Protecting Small Tools in’ Transit.— Publication of City Planning Report.— 
£795,422, as against £779,608. The sum A. C. Wickman Limited, Coventry, an- At the Court of Common Council on 
available for appropriation (subject to mounces that Wimet tipped small tools June 13 the Chairman of the Special Com- 
audit) is £337,562, as compared with shortly will be delivered with a protective mittee undertook to publish the revised 
£323.737 in the preceding year. plastic coating. covering the tungsten car- plan for the re-building of the City 14 
. . . . bide, for prevention of damage to the cut- days before it comes up for discussion in 
G.W.R. Exeter Office Re-opened.—For P & ’ P 


the convenience of the public and traders, 
the G.W.R. re-opened its town office at 


91, Queen Street, Exeter, on Monday. 
June 17. 

East Indian Railway Company.—A 
meeting of the annuitants of ali classes 


of the East Indian Railway Company (the 
ninety-ninth annual general meeting of the 
company) will be held at the company’s 
offices. 73-76, King William Street, Lon- 
don, E.C.4. on June 26, at 2 p.m. 


E.C.LT.O. Paris Headquarters.—_The 
headquarters of E.C.1.T.O. (European 
Central Transport Organisation) were 
transferred from London to Paris on 


June 17. The Paris address is 79, Avenue 
des Champs Elvsées, Paris 8e (Telephone: 
Balzac 2402). Mr. S. R. Chaloner, Press 


& Public Relations Officer, now has his 
office at that address. 

3.W.R. Cargo Service to Alderney.— 
To assist the rehabilitation of Alderney, 


G.W.R. Channel Islands cargo steamers 
began calling at the island once a week 
on June 14. A call is made on the out- 
ward journey from Weymouth, arriving 
ai 6 a.m., and leaving at 8.30 a.m. fol 
Guernsey. The day of call is liable to 
alteration from time to time to meet 
variations in traffic requirements. 


Bridge Strains under Traftic—A meeting 
of the Permanent Way Institution, Man- 
chester & Liverpool Section, will be held 
in the lecture hall of the Temperance 
Institute, London Road, Southport, on 
June 22, at 3 p.m., when, at the conclusion 
of other business a lantern lecture on 
~ Bridge Strains under Traffic. Showing the 
Effects of Permanent Way on the Strength 
of the Structure ” will be given by Mr. F.L. 
King, A.M.Inst.C.E., of Newton Heath. 
Mr. King has carried out personally ex- 
tensive tests on this subject. 


Strike Threat in Argentina.—The Argen- 
tina railwaymen’s union has threatened to 
call a general strike unless demands for 
wage increases and bonuses are met within 
ten days of the arrival in Argentina of 
the British financial mission. As reported 
elsewhere, the mission will leave for 
Argentina on June 29. The increases and 
bonuses claimed were granted by Govern- 
ment decree to workers other than those 
on the railways and tramways, who had 
already received benefits by negotiation. 
Demands for the increases to be extended 
to railway workers as well have already led 
to intermittent strikes on several railways, 
as recorded in our June 7 issue. 


ting edges during transport and subsequent 
storage by the user. The coating is easily 
removable without affecting the tool, and 
can be re-used. 


New Zealand Order for Railway Equip- 
ment.—Mr. Waiter Nash, Deputy Prime 
Minister & Minister of Finance of New 
Zealand, announced during a recent visit 
to the Stafford works of the English Elec- 
tric Co. Ltd. that New Zealand had 
ordered £1,750,000 worth of electrical rail- 
way equipment from the company. Mr. 
Nash said that New Zealand was deter- 
mined, so far as good principles of trade 
were concerned, to give every preference 
to Great Britain. 


Agents for Dualloys Limited.—The fol- 
lowing agents have been appointed by 
Dualloys Limited :- 


Sweden (for machined bearings): 
Blomquist, Hammergatan 2, Stockholm, and 
(for bearing metals): Montgomery Bilde- 
taljer A.B., Sibyllegatan 35, Stockholm: and 
for all products: Norway: Maskin-Teknisk 
A.S., Welhavensgate 1, Oslo, 29: Denmark: 
A. B. C. Hansen Comp. A/S, Vesterbrogade 
1, Copenhagen, V; Holland and D.E.L: 
British & General Tube Co. Ltd., Drayton 
House, 30, Gordon Street, London, W.C.1: 
Belgium, Belgian Congo, Luxembourg: A. 
Bettonville & Company, 83, Rue Masui, Mil- 
mort-Liege, Belgium; France: Establissments 
Jacques Dubois, Avenue Du President Wilson 
44, Puteaux (Seine): Spain: Mr. J. Culver- 
well, c/o 58, Victoria Street, London, S.W.1; 
Syria and the Lebanon: Georges N. Rayes, 
P.O. Box 1151, Allenby Street, Badaoui 
Buildings, Beirut, Syria: Palestine: Sensolid 
Limited, Hamillah Road, Jerusalem; Por- 
tugal: Armando Pinto & Irmao, Rue Passos 
Manuel 229-1, Oporto. 


George 


Fire On Menai Straits Bridge.—Fire 
broke out on June 13 in a wooden plat- 
form and staircase at the Anglesey en- 
trance to the Britannia tubular bridge. 
L.M.S.R., over the Menai Straits. The 
2.30 p.m. up “Irish Mail” from Holy- 
head to Euston ran through the smoke 
safely, but the fireman of a relief portion 
which was following was overcome by 
fumes when his train was about 20 yd. 
into the tunnel. The driver stopped the 
train and reversed out of the tunnel, re- 
turning to Llanfair Station. A shuttle bus 
service was instituted to take passengers 
across the straits by the road bridge to 
Bangor. Both lines on the railway bridge 
were blocked by débris, and the sleepers 
for several yards were destroyed. Single- 
line working over the bridge was resumed 
the same night. 


the Court. 


New Air France Services.—On June 18 
new non-stop air services were inaugurated 
by Air France between Manchester and 
Paris, and between Dublin and Paris. There 
is one service each way on three days a 
week between Manchester and Paris, and 
on two days a week between Dublin and 
Paris. A Glasgow-Paris service on three 
days a week was instituted on June 15. 


Collision at Torre, G.W.R.—On June 
17 the 8.25 a.m. express from Paddington 
to Paignton was involved in a collision 
with a goods train outside Torre Station, 
near Torquay. Two wagons and the brake 
van of the goods train were derailed. Five 


people were slightly injured. A _ bus ser- 
vice was provided to convey passengers 


between Newton Abbot and Torquay while 
the line was blocked. 


Southern Railway Dramatic Society.— 


During the war the Southern Railway 
Dramatic Society entertained large 


audiences of troops at many camps and 
hospitals, and gave a number of shows in 
aid of charities. Performances given to 
date number 110, before total audiences of 
32,800. The amount collected for charities 
is £549 2s. lld. This has involved con- 
siderable wear and tear on scenery, pro- 
perties, effects. and so on. The Society 
is desirous of continuing its charitable 
activities, and is anxious to raise funds 
to re-equip itself; and for that purpose 
it staged “ This Happy Breed,” by Noel 
Coward, at the Borough Polytechnic Hall. 


London, on June 18 and 19 last. 
_L.P.T.B. Byelaws.—Notice has been 
given in The London Gazette that the 


London Passenger Transport Board intends 
to apply to the Minister of Transport to 
sanction a code of byelaws as follows:— 

Byelaws and regulations made under sec- 
tions 108 and 109 of the Railways Clauses 
Consolidation Act, 1845, and section 7 of the 
Regulation of Railways Act, 1889, by the 
London Passenger Transport Board with the 
approval of the Minister of Transport for 
regulating the travelling on and using and 
working of and for maintaining order in and 
on its railways. 

Any objection to the proposed byelaws 
may be addressed to the Secretary, 
Ministry of Transport, Berkeley Square, 
London, W.1, on or before June 29, 1946, 
and copies of such objections should be 
sent to Mr. A. H. Grainger, 55, Broadway, 
London, S.W.1, Solicitor to the Board, on 
or before that date. 
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Although partly because of a tendency 
to await home and foreign political de- 
velopments, business in stock markets was 
on moderate lines, buying interest pre- 
dominated in most sections, and values re- 
sponded with a further upward movement. 
British Funds held firm, and demand for 
industrials was again a good feature; senti- 
ment reflected market dividend estimates 
and calculations of the benefits a wide 
range of companies should derive in future 
from the abolition of E.P.T., assuming 
trading profits were maintained. 

A better undertone in most of the 
nationalisation groups was attributed to 
the special payment announced by Cable 
& Wireless (Holding). The latter has ap- 
parently increased the hope that, where 
possible, companies threatened by nation- 
alisation may pay better dividends for 
1945-46 than during the war years, when 
a large proportion of earnings was placed 
ot reserves. Colliery shares improved 
where changed, and elsewhere, Babcock 
& Wilcox, Hopkinsons, Whitehead Iron, 
and United Steel were better, although 
Dorman Long, Pease & Partners, Guest 
Keen, and Consett Iron moved lower on 
balance. Elsewhere, North British Loco- 
motive have changed hands around 28s. 
Beyer Peacock up to 26s. 73d., and Charles 
Roberts marked 87s. 6d. 

Home Rails failed to participate in the 
better tendency in the nationalisation 
groups, and the small gains recorded a 
week ago have not been held by junior 


stocks. The statements at the Labour 
Party conference indicating the planning 
of new nationalisation projects, in addi- 
tion to those already brought forward, 
had little effect on market sentiment. 
Nevertheless, buying interests in home 


rails which appeared to be developing a 


Traffic Table 





; Miles Week 
pene open ended 
Antofagasta ... a _ 834 2.6.46 
Arg. N.E. ais ins _ 753 8.6.46 
Bolivar oie * ia 174 May, 1946 
Brazil ... sa Me 
B.A. Pacific - ocnl eeee 8.6.46 
B.A.G.S. nie -- ... 5,080 8.6.46 
B.A. Western es .. 1,924 8.6.46 
S Cent. Argentine 3,700 8.6.46 
= Do. as cit 
© | Cent. Uruguay a ‘ 970 8.6.46 
El CostaRica ... ...  -... 262 Apr., 1946 
< | Dorada S70 May, 1946 
& Entre Rios .. ues sia 808 8.6.46 
c | G.W. of Brazil saa ... 1,030 8.6.46 
5 Inter. Ctl. Amer. ... al 794 Apr., 1946 
La Guaira ese ‘oe oe 223 May, 1946 
% | Leopoldina ves wwe ANB 8.6.46 
S | Mexican Seer 31.5.46 
3 | Midland Uruguay _— ed 319 Apr., 1946 
” | Nitrate ie sie 382 15. 6.46 
N.W. of Uruguay “ = 113 Apr., 1946 
Paraguay Cent. tee ne 274 14.6.46 
Peru Corp. de .. 1,059 May, 1946 
Salvador ae _ “ 100 Apr., 1946 
San Paulo dics ia 1534 
Taltal ... pile = 156 May, 1946 
United of Havana ‘ oo) wel 8.6.46 
Uruguay Northern ... 73 Apr., 1946 
Canadian National 23,569 | Apr., 1946 
Canadian Pacific 17,037 14.6.46 
Barsi Lightt ... —_ ‘sl ae May, 1946 
Beira ... Sus si 204 Mar., 1946 
Egyptian Delta jo ais 607 30.4.46 
3 | Manila oe ’ 
2 Mid. of W. Australia.. ae 277 Apr., 1946 
« | Nigeria 1,900 | Mar., 1946 
> | Rhodesia... ... 2,445 | Mar., 1946 
South African . 13,301 18.5.46 
Victoria 4,774 Feb., 1946 


t Receipts are calculated @ Is. 6d. to the rupee 
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Railway Stock Market 


week ago was checked by the latest state- 
ment that railway and road _ transport 
nationalisation can be expected very soon. 

Contrasting with the easier trend of 
home rails, Argentine rails, after reacting 
towards the end of last week, rallied and 
provided the best feature of markets, all 


classes of stocks participating, although 
profit-taking prevented best levels from 
being fully maintained. The City was 


impressed by the influential nature of the 
British mission which is to leave for 
Buenos Ayres at the end of the month, 
particularly as it is headed by Sir Wilfrid 
Eady of the Treasury. It is recognised 
that the reasonable hopes of the railways 
have been disappointed on many occa- 
sions; but it is believed that both Govern- 
ments realise the importance of a success- 
ful outcome to the forthcoming negotia- 
tions. 

There are high hopes that a square deal 
for the British-owned railways will form 
an important part of a comprehensive 
Anglo-Argentine agreement on trade and 
finance, particularly as Sir Montague Eddy 
and Mr. B. H. Binder are included in the 
British mission. The assumption in the 
market is that whatever the decision in 
respect of the railways, it is likely to 
show all classes of stocks to be under- 
valued at current levels. 

Compared with an easier tendency at the 
end of last week, Buenos Ayres Great 
Southern has risen from 12} to 134. the 
S per cent. preference from 29 to 31, and 
the 4 per cent. debentures from 71 to 74. 
Buenos Ayres Western jumped 14 to 153, 
and the 4} per cent. preference at 43 and 
the 4 per cent. debentures at 734 were both 
three points higher, as were Central Argen- 
tine 4 per cent. and 5 per cent. debentures 
at 68 and 73 respectively. Buenos Ayres 


and Stock Prices 
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& Pacific 44 per cent. debentures also rose 
to 694 and the 5 per cent. debentures to 
524. Argentine Great Western 5 per cent. 
debentures at 72 participated in the up- 
ward movement. Central Argentine 6 per 
cent. preference was good at 31. In other 
directions, San Paulo ordinary eased to 56, 
but Nitrate Rails shares at 86s. 3d. gained 
a further 2s. 6d. awaiting the meeting. 
Canadian Pacifics advanced sharply to 
254, attributed to American buying; the 
preference stock also improved to 741. 

The tendency in the home railway mar- 
ket at the moment is to emphasise the 
complicated nature of nationalisation 
compensation. Consequently not a great 
deal of attention is being given to grounds 
for the belief that current levels for junior 
stocks would prove considerably under- 
valued, if, as one can expect, stockholders 
receive a fair compensation basis. 

Compared with a week ago, Great Wes- 
tern has receded from 574 to 564; but the 
5 per cent. preference and 4 per cent 
debentures were both unchanged at 117 
and the guaranteed stock remained at 126. 
L.M.S.R. reacted from 28 to 274, and the 
1923 preference eased to 55, although the 
senior preference at 794 was fractionally 
higher on balance; the guaranteed stock 
at 102 moved slightly lower. 

L.N.E.R. second preference at 264 lost 
its recent improvement, as did the first 
preference at 55, and the first guaranteed 
eased to 1014, although the second guaran- 
teed was maintained at 95. Southern de- 
ferred eased to 20, and the preferred at 
73 lost 14; the 5 per cent. preference held 
the recent improvement to 116. London 
Transport “C” was maintained at 594 
with fractional gains in the “A” and 
“ B” stocks. Metropolitan Assented re- 
mained at 534, 


of Overseas and Foreign Railway 





Trae tov weak $ Aggregate traffics to date Prices 
— 5 Totals Shares 8 » co 
Inc.or dec. © Increase or ad P44 o< | -< 
Total ° Stock | zo On 
this year with 19445 3 1945/6 1944/5 decrease g= 3° s* 
£ £ £ £ £ 
20,270*, — 15,730 22 712,520 676,240 36,280 Ord. Stk., 12 83 104 
ps.280,700 —ps.12,500 49 ps.14,423,600 _ ps.1 4,498,800 ps.75,200 % 10 Sal 67 
3,742 928 21 22,144 25,635 3,491 6p.c. Deb. 84 54 6} 
Bonds 25 17 27 
ps. 1,688,000 ps.133,000 49 psiI!,219,000 ps.107,275,000 + ps.3,944,000 Ord. Stk. 7 5 6} 
ps.2,445,000 ps.614,000 49 ps!73,238,000 ps.163,210,000 + ps.10,028,000 Ord. Stk. 13% 104 133 
ps. 987,000 ps.100,000 49 ps.58,948,000 _ps.55,537,000 ps.3.41 1,000 : 123} 94 154 
ps.2,796,250 + ps.25,350 49 psi54,370,356 ps.141,522,000 + ps.12,848,356 oi 2 7 9 
d. zg] 3 
42,461 + 3,140 49 1,951,364 1,735,293 216,071 Ord. Stk. $ 4 72 
33,948 5,306 43 286,820 231,946 54,874 Stk. 164 13 124 
35,400 400 2I 150,675 148,595 t 2,080 I Mt.Deb. 103 102 994xd 
ps.411,000 ps.19.69O0 49 ps20,757,700 _ ps.19,556,100 ps.1,201.600 Ord. Stk. 7+ 44 6 
23,700 1,700 23 661,000 588,700 72,300 Ord. Stk. 30 23,6 | 246 
$963,780 $135,112 | 17 $3,878,475 $3,109,079 + $769,396 - 
5,889 1,518 I8 28,227 29.823 | - 1,596 5Sp.c.Deb.) 78 70 614 
49,370 160 23 1,266,346 1,045,759 220,587 Ord. Stk. 44 3+ 34 
ps. 1,464,000 ps.459,100 21 ps.18,661,800  ps.13,441,600 ps.5, = 200 Ord. Stk. + 4 | 
16,340 = 2,535 40 180,630 175,706 92 - . 
6,837 2,157 | 23 100,119 85,144 14975 Ord. Sh. | 75/6 | 67/6 | 83.9 
4,902 720 40 54,275 56,659 2,384 - _ 
44,155 20.497 49 @3,017,694 @3,046,262 28,068 Pr.Li.Stk. 79% 77 754 
1 36,088 2,915 | 44 1,538,021 1,429,695 108,326 Pref. 10% 73; 16 
c 138,700 ¢ 10,300 40 c 1,393,700 c 1,308,000 ¢ 85,700 - 
Ord.Stk.| 603 504 564 
3.795 1,830 48 36,995 31,905 5,090 Ord. Sh. 17 10/6 | 179 
60,042 9,928 49 2,882,109 2,655,806 226,303 Ord. Stk. 3 ;: & 
1,582 38! 40 17,349 16,259 1,090 - 
6,282,200 868,200 17 24,754,000 27,319,000 2,565,000 - - - 
1,053,800 230,300 23 25,328,800 27,826,600 2,497,800 Ord.Stk. | 24 143) 254 
21,465 90 9 54,465 48,562 + 5,903 Ord.Stk. | 131 123 1134 
95,726 18,585 24 433,354 463,719 — 30,365 - — _ — 
15,446 1,878 4 48,620 53,339 — 4,719 Prf. Sh. 10 t 5 
- B. Deb. 7 I} 
19,664 3,191 40 172,148 189,748 = 17,600 Inc. Deb. 974 85 75 
475,660 6,321 52 3,636,760 3,999,729 | — 362,969 —_;j— - 
518,137 + 24,815 | 24 2,994,201 3,020,127 | — 25.926 - —j-- - 
1,100,585 + 114,051 5 7,513,146 6,698,756 814,390 —_— ;— — _ 
1,234,862 | — 18,137 |) — - — — - _ — _ 


* Figures refer to Chilean section only. 





Bolivian figures not available on account of railway strike 
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